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In constructing a new concrete 
ballasted-deck bridge at Barbours- 
ville, Va., engineers on the Southern 
Railroad used wrought iron in an 
out of the ordinary application—as 
waterproofing plates over the top 
of the abutments. The plates pre- 
vent deck drainage from running 
down the inside face of the abut- 
ment. They were formed from 14" 
Byers Wrought Iron, located so as 
to be flush with the top of the 
finished floor slab, and the con- 
crete then poured. 

In the past, the engineers’ prac- 
tice was to use a non-ferrous ma- 
terial for this application. Since 
wrou:jht iron has been successfu 





tural parts where corrosive condi- 
tions were identical, it was the 
logical choice for this new job. 
Perhaps you, too, may find that 
wrought iron offers many possibili- 
ties for hitherto unthought-of uses. 
You probably know, from your own 
experience, how well wrought iron 
resists corrosion and fatigue, and 
our Engineering Service Depart- 
ment will be glad to furnish you 
with information covering the 
service of wrought iron in any 
particular application you have in 
mind. When considering the suit- 
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ability of wrought iron it is worth 
remembering that we are in a 
position to make prompt deliveries 
on all wrought iron products in- 
cluding pipe, plates, bars and 
standard-size shapes. For some in- 
teresting data on the widespread 
use of wrought iron in bridges, ask 
for our bulletin, ‘‘Wrought Iron in 
Bridge Construction.” 

A. M. Byers Co., Pittsburgh, Pa. 
Established 1864. Boston, New 
York, Philadelphia, Washington, 
Chicago, St. Louis, Houston, Seattle, 
San Francisco. 
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UNIT TROCK 


THE BIG DIFFERENCE IS IN DESIGN 








UNIT TRUCK BRAKE HANGERED BRAKE 


Brakes, wheels, and journal bearings are first cousins. 
Toggle action in hangered brakes creates brake chatter. 


As wear increases, brake chatter becomes more pronounced. 


Chattering brakes cause: 


Loss in brake efficiency 
Brake grab and slid flat wheels 
Unseating of journal bearing 





These equipment damaging factors cannot happen with Unit Trucks: 


For Unit brakes are perfectly balanced and slide on the side frame to 
the center of the axle. Unit brakes are smooth in action, and tests in the 
hardest possible service prove greatly increased wheel and bearing life. 


Approved for interchange. 


Full information as to licensees authorized to manu- 
facture Unit Trucks will be furnished upon request. 


UNIT TRUCK CORPORATION 
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A description of the 250-ton re-inforced concrete coaling station at Orangeburg, 
S. C., featuring a shallow-pit, self-loading bucket, automatic operation, and 
numerous safeguards against hazards to the equipment, the attendant and those 
drawing off coal. 


Railroads Increase Hard Roads For 
Off-Rail Equipment ... . 


This article supplies information on a phase of railway improvement which has 
heretofore received little publicity—but which is of great importance in the 
handling of materials at railway storehouses, shops and stations. 
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Today's demand on transportation does 
not tolerate interruptions to or delays 
in its service. Flexibility of operation 
and track capacity are so improved 
through installation of “Union” Central- 
ized Traffic Control, that a sudden in- 
crease in the number of trains does not 
result in congestion but, rather, permits 
the maintenance of on-time perform- 
ance. On many extended territories 
and in one instance on an entire sub- 
division, the railroads have equipped all 


the passing track switches with power 
machines, which, together with signals 
for directing train movements without 
train orders, are all controlled from a 
central point. By this C.T.C. arrange- 
ment, trains are headed into and out 
of sidings without the necessity for 
stopping. At least fifty per cent of the 
train meets are accomplished without 
either of the trains being required to 
stop. 

Ask for the complete C.T.C. story. 
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Railroaders Must Awaken 
to the Dangers Ahead 


The railways and their employees are being ex- 
posed to two dangers. One they share with other in- 
dustries and their employees—viz., that existing tem- 
porary conditions will be adopted by government, 
business and labor as a basis for lasting policies which 
will be entirely inapplicable to post-war conditions. 
The huge expenditures being made for military pur- 
poses by our own and foreign governments already 
have inflated, and for some time will more greatly in- 
flate, production, commerce and the demand for com- 
modities. Other industries are consequently advancing 
wages and trying to advance their prices. If they ad- 
vance both much the result will be either (1) uncon- 
trollable and disastrous monetary inflation, or (2) a 
terrific decline of prices after the war resulting in 
drastic reductions of wages or widespread unemploy- 
ment. 


How Many R. R. Jobs Will 
There Be Five Years from Now? 


The great advances in wages and prices in other in- 
dustries during the last war first greatly increased the 
prices the railways had to pay, then caused large ad- 
vances in railway wages, resulting in increases in 
operating costs that were not offset by adequate ad- 
vances in rates. Consequently, the railways incurred 
large deficits under government operation, and subse- 
quently had to make reductions of both wages and rates, 
and a reduction in the number of their employees from 
over 2 million in 1920 to less than 1 million 700 
thousand in 1921 and 1922. 

The other and special danger to which the railways 
aid their employees are being subjected is one that 
did not exist immediately after the last war but with 
which they were soon confronted—viz., a great increase 
in competition from other carriers. The railways are 
now having a large increase in their traffic; but it is 
occurring to a very small extent in branch line traffic, 
and almost entirely in main line traffic, because it is 
being caused by government spending which creates 
traffic the movement of which originates and ter- 
minates in limited areas of large production and at 
Seaports, all of which are located on main lines. Such 
a relatively large increase in main line traffic can be 
handled much more easily and at lower operating costs, 


and produces more net earnings than an equal normal 
increase of traffic which originates largely on branch 
lines. 

Its danger lies in the fact that its temporary and 
abnormal character may be ignored, and that conse- 
quently it may be effectively used as an argument for 
increases in wages, other unit operating costs and rates 
of taxation which, when traffic subsequently becomes 
normal will drastically curtail net earnings and ap- 
parently create necessity for advances in railway rates. 
And “‘there’s the rub.” For the railways were subject 
after their return to private operation in 1920 to very 
little competition from other carriers, and their traffic 
would stand whatever advances in their rates were re- 
quired to offset increase in their costs. Now, on the 
contrary, they are subject to great and still increasing 
competition by other carriers which determines the 
rates they can charge and still hold traffic; and present 
and proposed policies of the administration indicate 
that this competition will further greatly increase after 
our expenditures for defense have passed their maxi- 
mum and begin to decline. Consequently, increases in 
costs now would cause need for advances in rates 
later which undoubtedly the industry could not make 
without greatly increasing its traffic losses to com- 
petitors. 


Six Red Boards Against the Railroads 


No facts about the present and prospective situation 
of the railways and their employees are more impor- 
tant, or so inadequately appreciated, as (1) the severity 
of the competition to which they are subject now; and 
(2) the practical certainty that the competition they 
have thus far suffered will be greatly increased if the 
politicians are allowed to do what they are planning. 
Nobody should be misled by the upturn in traffic aris- 
ing from current expenditures for military purposes. 
Actually, in spite of it, the long-range outlook for the 
railroads in relation to tax-supported competition grows 
worse. For instance: 

(1) In March truck traffic was 36 per cent above 
the 1940 level while railroad traffic was up only 22 
per cent—although most of the heavy commodities of 
which defense traffic consists are moving by rail. 

(2) The New Deal is resorting to every conceivable 
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device of special pleading and untruthful propaganda 
to impose the St. Lawrence “seaway” on the people as 
a “defense” measure, although it plainly is a project 
that would interfere with defense measures and is in- 
tended solely to increase competition with private 
power companies and railways. 

(3) President Roosevelt has appointed a board, to 
report by October 1, to prepare a plan for “superhigh- 
ways’ —apparently with the purpose of putting some 
such project on the statute books right now; perhaps, 
like the St. Lawrence project, to be camouflaged as a 
“defense” measure; but, if not, then certainly to come 
into operation immediately the war stops—and increase 
competition with the railways. 

(4) We are engaged, as in the last war, in an inten- 
sive program of shipbuilding. While ships are being 
diverted from coastwise and intercoastal service as dur- 
ing the last war, and throwing their traffic on the rail- 
ways, at the end of hostilities, as after the last war, 
much of the great shipping surplus will enter the coast- 
wise and intercoastal trade—again, as then, increasing 
competition with the railways. 

(5) There is being created a tremendous plant for 
the production of aircraft; and already “feeler” reports 
are being issued to the effect that the government will 
continue this plant in operation after the war for the 
production of planes for civilian uses, even to the ex- 
tent of subsidizing air transport “branch lines” so that 
every hamlet will have airplane service daily or more 
frequently—further increasing competition with the 
railways. 

(6) Almost the only serious effort ever made by the 
federal government to put some common sense into its 
transportation policy was adoption in the 1940 Trans- 
portation Act of the provision for a transportation 
study board. This constructive step has been largely 
sabotaged by President Roosevelt, by (a) his six 
months’ delay in nominating the board, and (b) choos- 
ing as members men who are largely unknown and 
who, probably, will have to display brilliance to the 
point of genius if they are to attract to their efforts 
the public and political support requisite to the necessi- 
ties of the job assigned to them. 


Socialism Prepares to Blitz Us All 


Have clever and powerful political forces deliberately 
set on a program for the destruction of railroad traffic 
and employment? There is much evidence to support 
such a view. But whether the railways and their em- 
ployees are the intended victims of conspiracy or not, 
the result is the same: Namely, that numerous panzer- 
divisions of government-owned or subsidized transpor- 
tation facilities are being massed along the railroads 
awaiting the end of military hostilities to begin their 
invasion. By enlisting the assistance of the intelligent 
public against these threats, and by exercising their 
votes as well as their voices against them, railroad men 
may be able, to some degree, to limit the multiplica- 
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tion of offensive weapons aimed at them. But the best 
that can be hoped from such defensive political activi- 
ties is to mitigate the blows that are coming; they can- 
not’ be eliminated. 

So, while, even now, competition is in operation 
against every railroad man’s job, that competition un- 
doubtedly is going to become more severe. In such a 
situation, there is no substitute for an effort all along 
the line to give the railroad customer the very best 
and cheapest service which the railroads, despite their 
political handicaps, are able to provide. Better railroad 
service at prices lower than competitors can offer, 
despite the help they get from the taxpayers, is the 
only rational path to railroad solvency and to the 
protection of the jobs and pensions of railroad em- 
ployees. 

It is just as much in the interest of railroad em- 
ployees, therefore, as in that of security owners, that 
all possible waste be removed from railroad operation : 
that the carriers cease employing five men wherever 
two can do the work. And, wherever cutting out 
wasteful employment is not sufficient to get the rail- 
roads’ costs below those of their competitors, employees 
should be willing to submit to wage reductions (not 
everywhere, necessarily, but in particular competitive 
situations where a reasonable wage reduction would 
hold a job and the “standard” wage would force its 
abolition). Almost.any employee, if he is given the 
facts straight, would prefer (as Rutland employees have 
demonstrated) to work for a slightly reduced wage 
than not to have a job at all. 


Asking for Cake When Even Bread Is Scarce 


It is not pleasant for railway unions, or manage~ 
ments, either, after enjoying a semi-monopolistic posi~ 
tion for so many years—and getting into the habit of 
looking upon arbitrary wages and working conditions. 
as expenses which could be passed on to the customer 
without affecting traffic and jobs—to be suddenly faced 
with severe competition. And not just ordinary com- 
petition, either; but competition backed by billions of 
tax money. Nevertheless, there’ is the fact; and the 
penalty of refusal to face fact is destruction. While 
there is evidence that some of the more intelligent rail- 
way labor people are beginning to understand the sit- 
uation, union policy generally is still unrealistic. Fur- 
ther restrictive measures to ham-string the railroads in 
competition are still being sought—for example, “dis- 
missal compensation,” vacations with pay, “full crew” 
laws and, crowning folly of all, the retention of em- 
ployees of abandoned lines on the payroll after they do 
no work! 

Paying men for work they do not do (however 
seemingly laudable as a humanitarian measure) simply 
selects some favored individuals to receive philanthropy 
at the expense of jobs which.have to be cancelled else- 
where. And expense incurred for work not done, if 
not offset by failure to have needed work done else~ 
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where, has to be added to the price of railroad trans- 
portation—which means sacrificing more traffic to com- 
petitors, and, hence, the abolition of railroad jobs, any- 
way. The railroads have been slow to readjust them- 
selves to the new competitive situation, which requires 
that all wasteful and non-compensatory service be 
eliminated, and that the utmost economy of which the 
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is clear why this is so: There can be little retrench- 
ment in the actual operation of trains, when traffic 
and revenues decline. Trains come off, but usually less 
than the ratio of traffic loss. By contrast, retrench- 
ment in the maintenance departments may, for a time, 
exceed the ratio of the decline in traffic. The lack of 
adequate funds may be met by deferring the main- 








Total Hours of Employment By Principal Classes of Employees 
(In % of 1929) 


Occupation 
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carriers are capable be reflected in their freight rate 
structure, so that the maximum of traffic may be at- 
tracted to the railroads and held. Only in this ap- 
proach to the problem is there any assurance of security 
of railroad employment. 


Some Occupations Suffer More Than Others 


Probably one of the reasons why some groups of 
railroad employees are slow to adopt more realistic poli- 
cies is that the costs of restrictive working rules and 
other such provisions do not fall uniformly on the 
groups which make such exactions. The accompanying 
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Employment in Aggregate Man-Hours of Several Classes of 

Railroad Employees, Shown in Percentages of Man-Hours in 1929 

—Indicating That Depressed Conditions and Competition, While 

They Have Injured All Employees, Have Harmed Some Classes 
More Than Others 


table and chart set forth the trends of employment 
since 1929 in four of the principal categories of rail- 
toad occupations. It will be noted that, while all four 
classes have suffered heavily, the transportation em- 
ployees have suffered relatively less than maintenance 
of equipment employees, and the latter considerably 
less relatively than the maintenance of way group. It 





tenance of equipment and track; or, perhaps, by an 
actual lowering of standards in these departments. 
Furthermore, the pressure of relatively higher labor 
costs and the necessity for economy may lead to a higher 
degree of mechanization in these departments. 
Ultimately, employment in the transportation depart- 
ment will suffer along with the rest—if maintenance 
of equipment and way is allowed to accumulate or de- 
cline to a point where service to the public is impaired 
and the relative strength of competitors is thus en- 
hanced. But the loss in transportation department 
jobs, from uneconomic exactions in the form of re- 
strictive working rules and “full crew” laws, is neither 
so immediate nor so apparent as the effect of these 
measures on the maintenance employees. These latter 
not only bear the brunt of the suffering from uneco- 
nomic conditions which they themselves may seek to 
impose; they also do most of the immediate suffering 
from the exactions of the transportation employees. 
If the real facts regarding the economic conditions 
which now govern the volume and security of railroad 
employment were known by the rank and file of em- 
ployees it is inconceivable that present “make-work” 
policies would be continued and others sought. Em- 
ployees who are giving a good day’s work for the 
wages they receive would insist that the railroads not 
pay out another cent for work not done, or for un- 
necessary work; for these payments help endanger the 
railroads’ competitive position, and hence undermine the 
security of the jobs of the large majority of railroad 
employees who give “value received” for their wages. 


Situation Calls for Manhood—Not Jittery Despair 


While the situation of the railroads and their em- 
ployees is serious and should give deep concern to 
everybody in any way connected with the industry, it 
is by no means desperate. The position of the rail- 
roads with respect to competition is analogous to that 
of the nation in its relation to military defense. Rail- 
road men can still take courage in the fact that nobody 
has yet invented a method of inland transportation 
which can come anywhere near the railroads in econ- 
omy. With all the military menaces to the safety of 
America, the nation knows that, if it will but turn its 
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tremendous productive capacity effectively to the task, 
it can defend itself against any enemies whatsoever. 
But we cannot defend America by a life of ease or by 
wasting our productive energy in strikes, on St. Law- 
rence seaways and other such indefensible projects. 
And just as America can rest secure in her safety only 











railroad service have unrestricted opportunity. 
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if she turns her resources resolutely to defense, so can 
the railway industry take heart for the future only to 
the degree to which everybody in it will co-operate to 
oppose unfair competition with it, and to eliminate 
wasteful practices and let the inherent economy of 

























































Cleverness 


The organized motor carriers generally continue 
to argue that it is necessary for them to publish rail 
rates in order to compete with the railroads. Only 
recently they have submitted to the Interstate Com- 
merce Commission an earnings statement of 22 
motor carriers for the years 1939 and 1940 and for 
the last quarter of 1939 and 1940, showing for 
these carriers a $510,159 shrinkage in net for the 
year and $502,259 shrinkage for the last quarter. 

Whether or not the figures of these 22 hand- 
picked carriers give a fair picture of the whole 
motor carrier industry may be judged by compar- 
ing the earnings of all large motor carriers (rev- 
enues in excess of $1,000,000 in 1939) for 1939 
and 1940. Such carriers, outside the New England 
area, showed an improvement in revenues over 
operating expenses for 1940 of $1,361,382. Their 
increase in expenses exceeded their increase in 
revenues for the last quarter by only $20,959. Their 
revenues increased from $65,987,756 in 1939 to 
$76,238,295 in 1940, a rise of 15% per cent. Their 
operating ratio in 1940 was 84.2. 

Similar New England motor carriers (operating 
under the New England rate basis, designed, 
roughly, to reflect the “inherent advantages” of 
motor transportation) showed an increase in rev- 
enue over operating expenses in 1940 of $347,363 
and a like increase of $60,695 for the last quarter 
in 1940. The total improvement in New England 
net was more than 25 per cent of the improvement 
shown by the carriers outside New England, but 
New England’s total revenue is only 16 per cent 
as much as the total revenue of the carriers in the 
rest of the country. New England total revenues 
increased more conservatively, by only 8.2 per cent, 
and its more favorable operating ratio was only 
83.5—which is a fine showing for a business which 
has comparatively little investment upon which a 
fair return has to be earned. 

Here we have a like-with-like comparison of the 
unsoundly-projected motor carriers outside of New 
England, which operate for distances as great as 
1000 miles or more, with the more soundly- 
projected motor carriers in New England, which 
limit their operating radius, as a general rule, to 
conform with their full operating costs. Our anal- 
ysis of these figures leads us to conclude—if the 
relatively few remaining less-than-truck-cost com- 
modity rates in New England were increased to 
as near full cost as they could be without destroying 
their rail-competitive standing—that the resulting 
improvement would produce an even more favor- 
able showing in favor of the New England basis of 
rate-making. And that would be something. 

The pricing problem and the post-war dangers 
that confront the entire transportation industry are 
fairly analyzed in an article entitled “Goods Traffic 





vs. Candor 


After the War” by George Mills, appearing in the 
March 1 “Modern Transport” (London). Mr. 
Mills says in part: 


“Road-rail agreements on rates do not necessarily imply 
equality of charge. For example, if over a given distance 
road transport can provide a higher quality of service than 
by rail, taking into account speed of delivery, avoidance of 
handling, lower breakages, then clearly the better service 
by road ought to command a higher price than the equival- 
ent transit by rail. On the other hand, there are obvious 
instances where the better quality of service which can be 
given by rail should be worth a higher price than the cor- 
responding road service. Further, there are many traffics 
which road transport cannot carry economically at rail 
rates. 


“The road haulier is individualistic (which is to his 
credit), with an entirely natural bias in favor of conveying 
only that which will pay him best as compared with the 
railway company which must accept for conveyance what- 
ever is offered. Obviously these two diametrically op- 
posed conceptions must be brought into harmony in the 
national interest. 


“Up to the present the railways have kept themselves 
efficient for the needs of the nation at their own expense, 
and road hauliers have kept themselves alive by abstract- 
ing the best traffic from the railways. Railway share- 
holders therefore provide a national service, treat every- 
one alike, keep their property up to date to be a potent war 
weapon, and sacrifice much of their meager revenue to 
make profits for road hauliers. 


“At the end of the last war thousands of soldiers re- 
turned to civil life with the ability to drive skilfully all 
manner of motor vehicles. Probably something of a 
similar nature will occur at the end of this conflict, but 
will not there be a new factor? There will also return 
to civil life on this occasion thousands of skilled air pilots, 
and I think it is quite clear that just as the last war gave 
an impetus to road transport, so will a large growth 
in civil aviation follow on the resumption of peace. But 
—and I wish to emphasize this—someone must carry the 
coal, the iron ore, the limestone, the pig iron, the heavy 
materials and the empty baskets. 


“Tt cannot be emphasized too often that national trans- 
port does ‘not consist of carrying two tons of pre-selected 
and beautifully-packed commodities in a 2-ton lorry with 
a certainty of a return load, but in handling all the com- 
merce of the nation, whether this consists of 10 cwt. of 
empty crates or 10 tons of iron ore, between the hamlets as 
well as the industrial centers. The nation’s transport is 
one and indivisible. 


“No future system of transport, which must bring within 
its ambit both rail or road transport, can even pretend 
to be national if it does not take into account every type 
of commodity, if it seeks to impose restrictions on some 
forms of transport and leaves competing forms of move- 
ment untrammelled. 


“It is unwise and unfair to make a Cinderella of either 
rail or road transport or to imagine that one form of 
transport is better than another. Unless a square deal is 
given to all, and national (not local) responsibilities fully 
accepted, the transport problem will never be solved.” 





















Mr. Willard Resigns 
B. & O. Presidency 


Dean of railroad presidents 


to become chairman of road; 
R. B. White succeeds him 


ANIEL WILLARD, dean of American railroad 

presidents at 80, and president of the Baltimore 

& Ohio since 1910, has resigned from that position 
and was elected by the board of directors meeting on 
April 30 to the newly created office of chairman of the 
board. At the same time Roy Barton White, president 
of the Western Union Telegraph Company and formerly 
head of the B. & O.-affiliated Central of New Jersey, 
was elected to succeed Mr. Willard. Since no successor 
to Mr. White has yet been 
selected by Western Union, 
effective date of his assuming 
duties as B. & O. president 
has not been set. Presumably 
he will take over his new du- 
ties as soon as he is relieved 
by the telegraph company. 

Daniel Willard—known fa- 
miliarly throughout the coun- 
try as “Uncle Dan,” and on 
the B. & O. as “the Boss”—is 
unquestionably the most-wide- 
ly known and most revered of 
all railroad executives. Biog- 
taphies and magazine articles 
by the score attest to his grip 
on public interest and esteem. 
People instinctively turn to 
him as representative of the 
best there is in the character 
which typifies, not only rail- 
road, but all business manage- 
ment. 

This high regard for Mr. 
Willard is expressed in ac- 
tions, not words alone. Well 
remembered is the way in 
which busy legislators in 1938 
hung on the B. & O. presi- 





Roy Barton White 
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Daniel Willard 


dent’s words as he pleaded for passage of the Chandler 
Act to relieve hard-pressed carriers; passage of that Act 
was in large measure a tribute to him. Accredited to 
him also is leadership in the negotiations with the stand- 
ard railway labor organizations, when, in the depths of 
the depression in January, 1932, they voluntarily ac- 
cepted a 10 per cent wage deduction. 

On his own road, relations with employees have been 
of the best. The B. & O. was one of the first to institute 
a program of management-em- 
ployee co-operation in_ its 
shops, and continued it with 
marked success until -forced 
reduction of forces in the de- 
pression made its continuance 
undesirable. Also, for the 
past five years, employees 
have worked vigorously to 
capture passenger and freight 
business under a_ so-called 
“traffic co - operative plan,” 
dollar - and - cents results of 
which have been summarized 
in Railway Age. In 1930, 
1,600 admiring employees of 
the B. & O. met at a testi- 
monial dinner in Baltimore, 
Md., to confer upon their chief 
their own degree of “Doctor 
of Humanity.” 

These broad powers of lead- 
ership have not crowded out 
the less dramatic technical 
skills and attention to detail 
which mark the good operat- 
ing officer. Mr. Willard has 
held about every job there is 
on a railroad—including loco- 
motive engineer, fireman, 
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brakeman, conductor, machinist, telegraph operator, 
trainmaster, superintendent, general manager and presi- 
dent—and first drew the attention of the railroad leaders 
of his younger days by his abilities in this direction. In 
fact, James J. Hill made him operating vice-president 
of the Burlington for the specific purpose of getting that 
road into shape to serve as a useful arm of the Great 
Northern. One of Mr. Willard’s first accomplishments 
was to cut engine failures due to bad water from “too 
much” to “unbelievable.” Graduates of the Willard 
school of executive training make an impressive list. 
To mention but a few: President E. W. Scheer of the 
Reading-Central of New Jersey, President G. D. Brooke 
of the Chesapeake & Ohio—Pere Marquette—Nickel 
Plate, Chairman J. M. Davis of the Lackawanna and 
Mr. White, his own successor in office. 

In becoming B. & O. president, Mr. White returns to 
the road on which his railroad career started and was 
shaped. For 26 years preceding 1926 he continued in 
its employ working up from his first job as telegraph 
operator through successive posts in the operating de- 
partment to general manager of its New York terminal 
properties. He left to become president of the affiliated 
Central of New Jersey (over which the B. & O. gains 
its entrance to New York) and remained in that post 
until he was elected president of Western Union in 1933. 
Thus he returns to the B. & O. after 33 years in its 
service, direct and indirect. And so closely tied to the 
rails is the commercial telegraph business—its private 
maintenance cars are to be seen at important railroad 
points everywhere—that Mr. White can hardly be said 
to have ever interrupted his railroad career. Incidentally, 
it was to the old B. & O. Pratt street station in Balti- 
more that Morse sent the first message by wire ‘What 
Hath God Wrought?” in 1844. 

Daniel Willard was born in North Hartland, Vt., on 
January 28, 1861. After attending district school he 
taught there in his 16th and 17th years. He was grad- 
uated in 1878 from the Windsor high school. In Sep- 
tember of that year he entered Massachusetts Agricul- 
tural College but was forced to leave in the spring of 
1879 because of serious eye trouble. 

He entered railroad service on April 8, 1879, as a track 
laborer on the Central Vermont and three months later 
became a fireman on the Connecticut & Passumpsic 
Rivers (now part of the B. & M.), later becoming an 
engineer. In 1883 he went westward to the Lake Shore 
& Michigan Southern (now N. Y. C.) where he re- 
mained until furloughed in the spring of 1884. Des- 
perate for employment he traveled farther westward to 
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Wisconsin where in July he hired on as construction 
train brakeman with the Minneapolis, St. Paul & Sault 
Ste. Marie. He later held various jobs with this road, 
including extra conductor, extra operator and extra 
agent. 

In July, 1887, he entered the service of the me- 
chanical department as machinist. His subsequent jobs 
with the “Soo” were: locomotive fireman, locomo- 
tive engineer, trainmaster, trainmaster and traveling en- 
gineer, assistant superintendent, acting superintendent 
and superintendent. 

In 1899 he entered the service of the Baltimore & Ohio 
as assistant general manager and in June, 1901, when 
his boss, F. D. Underwood, became president of the 
Erie, Mr. Willard became his assistant. A few months 
later he was elected first vice-president and general man- 
ager of the Erie. In January, 1904, “Jim” Hill made 
Mr. Willard vice-president (operation and maintenance) 
of the Burlington in which post he remained for six 
years, during which time he was also vice-president of 
the Colorado & Southern and president of the Colorado 
Midland. In January, 1910, Mr. Willard returned to 
the Baltimore & Ohio as president. He served as presi- 
dent of the American Railway Association from 1911 
to 1913; headed the committee of railroad presidents in 
wage arbitration with locomotive engineers in 1912; was 
instrumental in organizing the Railroad War Board in 
1917; was elected chairman of the Advisory Committee 
of the Association of Railway Executives in 1920; was 
elected chairman of the board of directors of the Amer- 
ican Railway Association in 1921. In 1931 he became 
chairman of the board and president of the Alton and in 
1933 became chairman of the Reading. 

Roy B. White was born on August 8, 1883, at Metcalf, 
Iil., the son of a railroad employee. He began his rail- 
road career with a Baltimore & Ohio predecessor—the 
Indiana, Decatur & Western—in 1900. A year later he 
was promoted to train dispatcher and six years later to 
chief train dispatcher. In 1909 he became chief clerk to 
the general superintendent and in 1910 became superin- 
tendent at Indianapolis, Ind. Five years later Mr. White 
was appointed superintendent of the B. & O. at Flora, 
Ill. He was transferred a year later to Seymour, Ind., 
and in 1917 to Philadelphia, Pa. In-1921 he was made 
general superintendent and in 1923 general manager, 
New York terminal lines. In 1926 Mr. White was 
elected senior vice-president, Central of New Jersey, and 
later in the year became president of that road, which 
post he held until elected president of Western Union 
in 1933. 


“Next Time Go By Train” 
Says the Billboard on the 
Right 
The Automobile, Inciden- 
tally, Isn’t a Plant—It’s a 
Real Accident 

























ATE last year, the Atlantic Coast Line built a 

modern, two-track 250-ton reinforced concrete 

coaling station at Orangeburg, S. C., on its line 
to Atlanta, Ga., which embodies a number of the latest 
features of large-capacity coaling station design and 
operation, and, in addition, a shallow-pit, coal-loading 
arrangement which minimized costly excavation and con- 
struction in ground water. Some of the most effective 
features of the new station, other than the shallow load- 
ing pit, include fire-resistant construction throughout, 
continuous automatic hoist operation, new features of 
hoist construction, and fully automatic control, prevent- 
ing over-filling of the storage bin, the possibility of dam- 
age to the equipment, and hazard to either the station 
attendant or engine crews drawing off coal. 


General Features 


The new station, which replaces an old timber, steam- 
operated plant at Orangeburg, is of the elevated, circular- 
bin-type, and spans two tracks, on both of which it can 
serve locomotives. The bin, supported on reinforced 
concrete bents which afford standard double-track clear- 
ance beneath them, is 25 ft. in diameter and approximately 
“4 ft. 7 and has a single pocket for storing one type 
of coal. 


Coaling Station on the A. C. L. 
Has Effective Operating 


Safety Features 


















and 


250-ton structure at Orangeburg, 
S. C., with shallow-pit, self-loading 
bucket, is fully automatic in opera- 
tion, with safeguards against haz- 
ards to equipment, attendant and 
those drawing off coal 


The New Coaling Sta- 
tion at Orangeburg, S. 
C., Is of Reinforced 
Concrete, Fire-Resistant 
Construction. It Has Ca- 
pacity for 250 Tons and 
Serves Locomotives on 
Two Tracks 


The coal, delivered to the plant in hopper-bottom 
cars on a receiving track immediately to one side of the 
station, is dumped into a hopper beneath this track, from 
which it is drawn off automatically by means of a 1%4- 
ton skip hoist bucket. This bucket, operating on ball- 
bearing rollers in heavy H-beam guides, carries the coal 
in repeated trips to a point of discharge at the top of 
the station, where it is dumped automatically, without 
shock or noise, directly into the coal pocket. Except 
when the bucket is discharging, the opening at the top 
of the pocket is closed by means of a hinged metal 
cover, which opens and closes automatically with the 
arrival and departure, respectively, of the bucket, there- 
by excluding the entrance of snow, ice and rain in in- 
clement weather. Operating in this manner, the elevating 
equipment has a hoisting capacity of 50 tons of coal 
an hour, 

The coaling of locomotives at the station is by means 
of two hinged, counterweighted, retractible coaling 
aprons, one serving locomotives on each of the two 
station tracks. These, in turn, are served by Ross and 
White side-cut, non-skim-type gates, designed to close 
by a downward pull on their operating rods. This pull- 
down gate-closing arrangement provides a safety feature 
in that it prevents the flooding of a locomotive tender 
with coal or the emptying of the coal pocket, with pos- 
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sible injury to the man drawing off coal, in the event 
he slips and attempts to steady or support himself by 
holding onto the operating rod. 

The track hopper of the coal-receiving arrangement at 
the station is of reinforced concrete construction and is 
16 ft. long. Centrally beneath this hopper is a bucket- 
loading pit. The outstanding feature of the arrangement 
employed for receiving coal is that, as designed, it re- 
quired excavation to a depth of only 11 ft. 6 in. below 
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A Section Through the New Coaling Station, Showing the Relation- 
ship Between the Track Hopper, Shallow Loading Pit, Hoisting 
Equipment and Storage Pocket 


the base of rail, which minimized costly construction in 
high ground water at the station site. 

The design employed embodies a Ross and White 
shallow-pit, self-loading coal bucket and a Ross and 
White under-cut roller gate over the opening in the 
bottom of the track hopper. These two units are so 
interlocked in operation that the bucket, in moving into 
loading position, engages the gate and opens it auto- 
matically, causing the bucket to fill, and in moving out 
of the loading position, closes the gate automatically. 
With the opening of the gate, the bucket fills to a definite 
level, without any possibility of overload or spilling, and 
with the following upward movement of the bucket, the 
gate, pulled into closed position, cutting off the flow of 
coal, is held securely in place by the combined forces 
produced by a counterweight in the pit and the weight 
of the coal on its upper face. 

The hoisting machinery at the station, which is housed 
in a reinforced concrete fireproof room at the base of 
the elevated structure, consists of a single-drum hoist 
driven by a 25-hp. General Electric reversible motor 
through a Link-Belt silent chain drive. All operating 
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parts of the hoist are fully enclosed as a safety measure 
and to protect them against becoming fouled. with coal 
dust, and all drive and reduction gears operate in oil. 

Operation of the hoisting machinery is automatic after 
being started, this being effected with Cutler-Hammer 
electric control throughout. Under this control, the 
bucket is brought to a smooth, easy stop automatically at 
its upper and lower limits of travel by means of a ma- 
chine-type limit switch and a torque motor-operated 
brake ; it is afforded loading and dumping time intervals 
at its lower and upper limits of travel, respectively, by 
means of a dash-pot circuit controller; and then its 
direction of travel is reversed automatically. All of these 
operations are set in motion through a push-button con- 
trol operated by the station attendant, and continued auto- 
matically until stopped by the attendant, or by any one 
of three safety switches. 

Of the safety swiches, one is a slack-cable switch, 
mounted beneath the hoist drum, which is designed to 
stop operation in the event that the hoisting cable be- 
comes slack for any reason. A second of these switches 
is an over-wind switch, which functions automatically 
with any lapping of the cable on the drum, which would 
increase the travel distance of the bucket; and the third 
is a bin overflow switch installed in the coal pocket of 
the station, which stops hoisting operations automatically 
when the pocket becomes filled to a pre-determined level. 
This last mentioned switch, which was described in the 
Railway Age of March 8, 1940, page 424, is of the mer- 
cury-tube type, which resets itself automatically when the 
coal in the bin has been drawn below its maximum level, 
permitting the resumption of loading operations at the 
will of the station attendant. 

The coaling station at Orangeburg was designed and 
built by the Ross and White Co., Chicago, under the 
general direction of J. B. Trenholm, engineer maintenance 
of way of the Northern division of the Atlantic Coast 
Line. 















































The Hoisting Equipment, Incorporating Several Special Features of 
Design and Construction, Is Fully Automatic in Operation 
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Two Months Purchases 


32 Percent Over *40 


AILROADS of the United States purchased $215,- 
556,000 of materials, equipment and fuel during 
the first two months of 1941, an increase of $51,- 

894,000, or 31.6 per cent over the corresponding pur- 
chases in January and February, 1940, according to the 
Railway Age. The two months total included $162,- 
307,000 of materials and equipment from manufacturers, 
compared with $114,465,000 in the first two months of 
1940, and $53,249,000 of fuel, compared with $49,197,000 
in the first two months of 1940. Totals for the first two 
months included $103,036,000 of materials from manu- 
facturers, compared with $101,933,000 in the first two 
months of 1940, and $59,271,000 of orders with com- 
mercial manufacturers for new locomotives and cars, as 
compared with only $12,532,000 for the same period of 
1940. 

Materials received from manufacturers increased $1,- 
103,000, or 1.1 per cent over the same two months 





Railway Purchases—Materials and Fuel 


Total 

Cross- Other less 

Fuel Rail ties Material Total fuel 

1940 (000) (000) (000) (000) (000) (000) 
Wantiatie ee occu as $24,978 $3,529 $4,128 $45,593 $78,228 $53,250 
Vebewnes te Seas 24,219 4,815 3,929 39,939 72,902 48,683 
2 — 6s oer 49,197 8,344 8,057 85,532 151,130 101,933 
NONUGED ic cece cece 26,319 3,131 3,669 45,581 78,700 52,381 
Wbrenny niga neioate 26,930 3,692 3,661 43,302 77,585 50,655 
2 OMOR ces oe 53,249 6,823 7,330 88,883 156,285 103,036 





of 1940 while equipment ordered from builders increased 
$46,739,000, or 370 per cent. 

Materials received by the railroads for the mainte- 
nance and for rebuilding of equipment in railroad shops 
totaled $88,883,000 in January and February, which was 
an increase of $3,351,000 or 3.9 per cent over corre- 
sponding receipts in 1940. 

Rails delivered to railroads during the first two 
months, totaling $6,823,000, and receipts of crossties, 
totaled $7,330,000, were less than the receipts in the 
corresponding two months of 1940 by $1,521,000 and 
$727,000 respectively. 

February purchases of materials, exclusive of fuel and 





Railway Purchases—Materials, Fuel and Equipment 


Materials Equipment 
received ordered Total Total 
from from from including 
mfrs. mfrs. mfrs. Fuel ue 
Two Months (000) (000) (000) (000) (000) 
| CL ie $155,527 $91,193 $246,720 $61,473 $308,193 
BOO! 2S araterens 154,382 69,144 223,526 59,618 283,144 
eee 91,898 3,098 94,996 45,102 140,098 
BIO! a. caste cls 49,500 1,666 51,166 35,400 86,566 
BROS sacri 35,843 114 35,957 30,799 66,756 
Be vance 54,275 793 55,068 35,508 90,576 
MOD ¢ leererwiee 49,800 2,022 51,822 41,850 93,672 
BRIO cu kaa 67,733 10,903 78,636 46,214 124,850 
BI cidkectatnios 106,585 83,475 190,060 52,382 242,442 
BENS aera fare 59,510 7,540 67,050 42,496 109,546 
| ree 62,589 13,224 75,813 46,440 122,253 
MO). < assterstors 101,933 12,532 114,465 49,197 163,662 
BEL ier 103,036 59,271 162,307 53,249 215,556 
-—_—— 


* Subject to revision. 





equipment, totaling $50,655,000, were smaller by $1,726,- 
, or 3.3 per cent, than in January but showed a 
fractional increase over corresponding purchases in Feb- 
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ruary, 1940. Total buying of material, fuel and equip- 
ment in the first two months of the current year was 
slightly below the 1937 figure but was larger by $93,- 
303,000 than in the first two months of 1939 and larger 
by $106,010,000 than in the first two months of 1938. 


March Purchases Up 


While reports of March purchasing are still incom- 
plete, 23 railroads, including the Pennsylvania, purchased 
$16,035,775 of materials and fuel, exclusive of equipment, 





Materials in Stock—Class I Railroads 


Rail, New Cross- Stores 


Fuel andS.H. ties stock Scrap Total 

1940 (000) (000) (000) (000) (000) (000) 
Was EP oo acdwes $21,778 $25,552 $51,359 $216,996 $11,551 $327,236 
eS csdeeecees 22,454 28,213 58,187 222,127 11,862 342,843 
Mar. Pr aautmaed 23,190 31,546 60,615 230,045 11,576 356,972 
alt Br vteccacae 24,002 25,985 50,967 223,673 9,818 334,445 
POE” icccu cane 25,294 26,557 61,513 218,599 11,153 343,116 
BT ED ree ee 27,618 27,927 64,065 224,069 11,360 355,039 





* Subject to revision. 





in March, which was 18.4 per cent more materials and 
fuel than the same roads purchased in February and their 
purchases of materials, exclusive of fuel as well as 
equipment, totaled $10,758,632 in March which was an 
increase of $2,449,511 or 29.4 per cent over the purchases 
of materials made by the same roads in February. 
Locomotives and cars ordered by all railroads from 
equipment builders during March totaled $43,579,000, 
which was more equipment by $18,707,000, or 75 per 
cent, than was ordered in February, and more equipment 
by $9,180,000, or 26 per cent, than was ordered in Janu- 


Total Less Fuel 


and Cars 





I ‘ [ 40 41 40 4 


_ Railway Purchases in the First Two Months of 1941 Compared with 


the Same Period of 1940 


ary, and brought the total value of equipment ordered 
from builders to $102,850,000 for the first three months, 
as compared with only $19,646,000 in the first three 
months of 1940. 


Inventories Higher 


Stocks of materials and supplies in the hands of the 
Class I railroads on March 1, valued at $355,039,000 ac- 
cording to figures available at this time, were $11,923,000 
higher than on February 1, and $20,594,000 higher than 
on January 1, but the total was $1,933,000 less than 
on March 1, 1940. Money tied up in new and second- 
hand rail was $3,639,000 less than on March 1, 1940; 
crosstie stocks totaled $3,450,000 more than on March 
1, 1940, and stocks and miscellaneous materials totaled 
$5,976,000 less than on March 1, 1940. 
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More Comfort for Over- 
night Coach Passengers 


URING the past winter new passenger-train cars 
delivered to the Atlantic Coast Line and the Sea- 
board Air Line by the Edward G. Budd Manu- 

facturing Company increased the capacity of the de luxe 
coach trains on each of these railroads to three trains of 
14 cars each. In the general arrangement of combination 
cars, dining cars, and club lounges the new equipment 
followed the same general arrangement as was employed 
in the earlier orders of cars for these services. One 
exception is that the observation-lounge cars were built 
with rectangular ends and vestibule connections instead 
of curved streamline ends. This permits the use of these 
cars in the middle of a train as well as at the end of a 
train. 

The new coaches in both of these orders, however, 
include refinements in the floor plan and additional toilet 
facilities, as compared with the earlier cars developed for 
de luxe overnight coach service by this builder. The 
earlier coaches were laid out for a seating capacity of 60 
persons in the main passenger compartment with a men’s 
room at one end of the car and a women’s room at the 
other. The end seats of these cars were either fixed 
against the bulkheads and non-reversible, or were di- 





A Partition at Each End of the Car Adds Privacy to the End Seats 
Opposite the Corridor and Protects Passengers from Drafts when 
the End Doors Are Opened 
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Coaches Installed in New York-Florida Service During the Past 
Winter Have Two Toilets at Each End of the Car 


The Floor Plan of New Budd-Built Coaches Which Have Been in- Service in the New York-Florida de Luxe Coach Trains During the 
Past Season 


rectly opposite the end of the corridors alongside the 
lounge rooms. The water cooler was placed against one 
of the bulkheads at the end of the aisle, where is was 
immediately alongside the seat at the bulkhead. In this 
way conditions were unfavorable for the comfort and 
privacy of passengers seated at the ends of the car. 

In the new cars the floor plan has been arranged so 
that by the reduction of four persons in the seating ca- 
pacity all seats are reversible and a uniform degree of 
privacy is afforded by each seat in the car. This has 
been accomplished by placing partitions between the 
end seats and the corridors alongside the rest rooms 
at the ends of the car. The water cooler has been moved 
from its former location to the corner of the corridor 
adjacent to the new partition. 

In the earlier cars a single toilet opened from the rest 
room at each end of the car. In the new floor plan are 
included two toilets at each end of the car. These are 
placed alongside each other and occupy a space 2 ft. 
4% in. deep alongside the end of the rest rooms. 
The use of sliding doors made this arrangement prac- 
ticable. 

These cars, of which eight are in service on the At- 
lantic Coast Line and seven on the Seaboard Air Line, 
are of characteristic Budd construction. The center sills, 
side frames, floor sections, and roofs are of stainless 
steel, fabricated by the Shotweld process. Each car has 
a single end vestibule entrance at one end, and all are 
air conditioned. 
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Heavy-Duty 


Detergent Lubricant 
Tc Standard Oil Company of New Jersey has an- 


nounced a new type of engine lubricant, Essolube 

HD, developed to overcome piston varnishing, ring 
sticking and other major lubrication troubles of heavy- 
duty, high-speed Diesel and gasoline engines. It has a 
viscosity index of approximately 100, nearly twice that 
previously available in special detergent oils, meeting the 
full range of known heavy-duty engine requirements. 
This new lubricant has, in addition to its resistance to 
oxidation and high temperature, the ability to wash out 
sludge deposits, protect bearings from corrosion and to 
prevent substantial deposits of varnish on pistons, valve 
stems, rings and other engine parts. It also has a val- 
uable rust preventive action. 

Detergent type oils in themselves are not new. Here- 
tofore, however, oils with sufficiently high detergent or 
washing properties to eliminate ring sticking, varnishing 
and sludge deposits in the full range of present heavy- 
duty engines have had, for chemical reasons, to utilize 
base stocks of relatively low viscosity index. While 
such oils markedly improved engine cleanliness, many 
engines have required, in addition, high resistance of the 
base oil itself to oxidation and bearing corrosion. A 
major problem for petroleum chemists, has been to 
develop an oil which, while possessing these detergent 
properties, had the high stability usually characterized 
by lubricants of high viscosity index. 

Viscosity index, while primarily a measure of an oil’s 
ability to resist change in viscosity with changes in tem- 
perature, is also a useful measure of the stability and 
protection furnished in service. Laboratory evidence 


shows that the stability of an oil against oxidation and 








The Piston-Ring Cleanliness Secured with Essolube HD atter a 

1,000-Hr. Run of a Caterpillar Diesel-Engine Piston—The Scratches 

Made in the Light Varnish Film on the Top Land Indicate How 
Slight a Deposit Was Made 


~ eae in general, with the viscosity index of 
1e oil. 

Essolube HD has been tested in the laboratory and 
on the road in actual service operations. It has passed 
the General Motors Diesel engine test, which calls for a 
500-hr. run in a General Motors high-speed Diesel engine 
under full load and at full speed without oil change. It 
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These Copper-Lead Bearings Are from a Two-Cycle High-Speed 

Diesel Engine Used in a Bus—The Bearing in Good Condition Has 

Run on Essolube HD for 45,000 Miles—The Corroded Bearing Re- 

sulted After 30,000 Miles of Service When Using a Compounded 
Oil of Poor Oxidation Stability 


has also been formally approved by the Caterpillar Trac- 
tor Company for use in its Diesel engines, passing the 
1,000-hr. endurance runs in a Caterpillar engine under 
both laboratory and field conditions. Essolube HD is 
the first high viscosity index lubricant to obtain Cater- 
pillar approval and the first high viscosity lubricant to 
have passed both the Caterpillar and General Motors 
Diesel engine test requirements. The importance of this 
lies in the fact that the requirements of these two engines 
are quite different. 


Gets 3,500 Ideas From 


Employees in a Month 


TOTAL of 3,500 suggestions were made by Pull- 

man Company employees during the first month 

of a campaign to encourage employees to submit 
ideas that will advance the standards of Pullman oper- 
ations. The influx of ideas was so great that committees 
so far have been able to consider only a portion of them. 
However, as of March 15, the committees had recom- 
mended 140 suggestions and of these, 41 won cash awards 
ranging from $5 to $100. 

The new Employees Suggestion System was placed in 
operation on March 1, and supplants one that has been 
in effect since 1932. Under the new system all em- 
ployees of the Pullman Company are eligible for awards 
except supervisory officers and other employees whose 
work involves research or development of new methods 
and ideas. However, foremen and inspectors are eligible 
for awards for suggestions relating to work, methods or 
plans not under their own supervision. 

In order that supervisors who are not eligible for 
awards shall have a direct interest in the suggestions 
made by employees coming under their supervision, the 
results obtained in the various sub-divisions of the com- 
pany are set up on a man-hour basis, giving effect to the 
number of suggestions accepted and the value of those 
suggestions. An additional amount, based upon a defi- 
nite percentage of the total money awarded during the 


(Continued on page 764) 








Railroads Increase Hard Roads 
For Off-Rail Equipment 





Forty-seven lines report 143 miles of paving 
for more efficient supply and shop work 


railroads,* while confined chiefly to the equipment 

used, have also thrown light upon the growth of 
railroad roads. Information obtained from the railroads 
though fragmentary, clearly shows that the time has 
largely passed when the only roads built by railroads 
were on rails and when vehicles that got any distance 
from planking in wet weather were sure to get stuck in 
the mud. With the increase in automotive and other 
mechanical methods of moving and handling material 
about railway storehouses, shops and stations and the 
increases in the weight and cost of both the materials 
and equipment as well as the increased cost of labor, the 
railroads have given increased consideration to building 
more and better floors, platforms and roads—roads that 
permit the more extended use of material-handling equip- 
ment and reduce the wear and tear on equipment, roads 
that stand up better under the equipment and roads over 
which modern street traffic has unrestricted access to 
terminal areas for routine business and fire protection. 
Practically all freight houses, storehouses and shops 
built in the last 20 years are constructed with floors and 
platforms of concrete, wood block or mastic, and old 


R vssieoad studies of off-rail material handling on 


* Summarized in the Railway Age of April 12. 





Tractor and Lift Truck Operations Have Stimulated Road Building in Terminal Areas 
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buildings have been reconditioned along similar lines 
and arranged with wider areas for the operation of 
mobile equipment. Ground areas in many material yards 
have been entirely paved with concrete and runways of 
concrete are now familiar sights in engine houses, while 
the buildings in most repair shop areas and supply 
centers are connected with paved roads and runways 
ranging from 4 ft. to 16 ft. and more in width. The 
entire area between some buildings is paved. Paving is 
less evident in car repair areas and coach yards than in 
locomotive areas but here again the interests of safety 
as well as economy and flexibility in handling men and 
material is bringing about a gradual extension of rib- 
bons of concrete for tractors, trucks and wagons. At 
the same time more care is used in road construction to 
avoid the deterioration that was prevalent with the older 
pavements under the pounding of equipment. Mechan- 
ical brooms, drags, plows and sprays are used to keep 
the roads open and hard rubber and pneumatic tired 
wheels are rapidly replacing uncushioned wheels on the 
off-rail equipment to reduce wear and tear. 

Few roads keep centralized records of their private 
road construction and attempts to determine the aggre- 
gate quantity for the entire country have failed. Avail- 
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Railway Material Handling on Paved and Unpaved Roads 


able figures, moreover, are imperfect for comparative 
purposes because of their incompleteness or the imprac- 
ticability of reducing all road construction to a common 
measure. However, in statements received by this paper 
47 railroads reported approximately 143 miles of hard 
surfaced roads in their storehouse and shop areas for 
towing and trucking. This roadway includes 25,586 lin. 
ft. of rock-surfaced road in widths of 6 ft. or less and 
254,665 lin. ft. of rock-surfaced road in widths over 6 ft., 
—a total of 280,251 lin. ft. of rock-surfaced road. The 
same lines also reported an aggregate of 60,573 lin. ft. 
of concrete paving in widths of 6 ft. or less and 420,590 
lin. ft. of concrete in widths over 6 ft.,—a total of 481,- 
163 lin. ft. of concrete. The combined paving reported 
by the 47 roads consisted of 86,159 lin. ft. of concrete or 
rock road in widths of 6 ft. or less, and 675,255 lin. ft. 
of paving in widths over 6 ft. 

The concrete paving included 90,000 lin. ft., on the 
Atchison, Topeka & Santa Fe; 28,060 lin. ft. on the 
Canadian Pacific; 16,660 lin. ft. on the Chesapeake & 
Ohio; 60,526 lin. ft., or approximately 1114 miles, on 
the Chicago, Burlington & Quincy ; 18,260 lin. ft. on the 
Elgin, Joliet & Eastern; 13,253 lin. ft. on the Great 
Northern ; 11,690 lin. ft. on the Illinois Central; 11,900 
lin. ft. on the Missouri Pacific; and approximately 
55,028 lin. ft. on the New York Central. A total of 
31,430 lin. ft. of concrete paving was reported by the 
New York, New Haven & Hartford; 10,100 lin. ft. by 
the St. Louis Southwestern ; 13,016 lin. ft. by the South- 
ern; 21,787 lin. ft. by the Southern Pacific System and 
9,663 lin. ft. by the Texas & Pacific. 

The Burlington has 6,809 lin. ft. of concrete runways 
at its general store and passenger car shop in Aurora, 
Ill., while the Angus shops of the Canadian Pacific at 
Montreal, Que., have 27,950 lin. ft., or over five miles, 
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of rock road and 16,340 lin. ft., or over three miles, of 
concrete road. A total of 2,620 lin. ft. of this concrete 
is 6 ft. wide, 2,700 lin. ft. is 8 and 9 ft. wide, 8,670 lin. 
ft. is 12 and 14 ft. wide, and 1,950 lin. ft. is 20 to 25 ft. 
wide. The 16,660 lin. ft. of concrete runways reported 
by the C. & O. all serve the stores and shops at Hunting- 
ton, W. Va. Of the concrete paving reported by the 
M-K-T, 4,440 lin. ft. is used by the stores and shops at 
Parsons, Kan., while 2,529 lin. ft. of concrete is in use 
at the passenger car shop at Sedalia, Mo. On the Mis- 
souri Pacific, the stores have 2,400 lin. ft. of concrete 





Hard Surfaced Roads and Runways Reported 
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MONEE o.cdverndtedoucwesus 5,552 5,530 ,502 2,306 16,8908 
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TIncludes 750 ft. 
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runways at Sedalia, Mo., and 4,800 lin. ft. at Little Rock, 
Ark., while store forces on the Southern Pacific have 
993 lin. ft. of concrete at Los Angeles, 4,410 lin. ft. at 
Oakland and 1,075 lin. ft. at Houston, Tex. 

Advocates of better platforms and runways stress the 
growth in the quantity and quality of their equipment. 
Lift truck methods using skids, portable platforms, pal- 
lets and containers by which bulky and extremely heavy 
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loads can be piled to unusual heights with safety or 
moved or shipped repeatedly without re-handling have 
especially given impetus to better floor construction be- 
cause of the increased need they created for smooth and 
strong undersurfaces. 


Gets 3,500 Ideas From 


Employees in a Month 


(Continued from page 761) 
year, will be divided among the supervisors of the sub- 
divisions leading in accepted suggestions. 

Suggestions are first considered by a zone, shop or 
general office suggestion committee, and are then for- 
warded to Chicago where they are again considered by 
a general suggestion committee. The personnel of this 
latter committee includes L. C. Armfield, commissary ; 
E. P. Burke, passenger traffic manager; F. R. Callahan, 
superintendent of yards; J. M. Carry, assistant to vice- 
president, operating department; B. E. Dewey, superin- 
tendent car service; G. H. Gibney, superintendent car 
service employees; Harry Guilbert, director of safety ; 
H. R. Holmgren, comptroller; E. Koch, supervisor of 
laundries; Peter Parke, chief engineer; C. W. Pflager, 
mechanical superintendent; F. S. Rick, general store- 
keeper; W. T. Stewart, purchasing agent; and E. S. 
Taylor. Mr. Taylor, assistant to vice-president, operat- 
ing department, has been appointed director of the Em- 
ployee Suggestion System, and will devote his entire 
time to this work. He will serve as a member of the 
general suggestion committee and as an ex-officio mem- 
ber of the zone and shop suggestion committees. 


Electric Filling Station 


LONG the water front at Locust Point, in Balti- 
A more, Md., there are a number of stevedoring 

companies which use electric industrial trucks. 
When the operator of any one of these trucks wishes to 
charge batteries, he simply drives up to a small building 
which has been dubbed “electric filling station,” attaches 
his charging cable to a receptacle on the outside wall and 
walks away. He tells no one when he left the truck or 
when he drove it away, and he makes no record of his 
having come or gone. As one observer put it, it is “like 
free beer.” 

The electric filling station is, in fact, an automatic 
charging station which requires no operator. An im- 
pulse from the truck battery will start the station oper- 
ating if it is not already in service, and after that the 
generators maintain a constant potential on the charging 
buses which is modified to suit the needs of the battery 
by resistances in the charging leads. When a battery 
is nearly charged, an Exide MP charge control device 
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A Stevedoring Truck Operator Places His Battery “On Charge’—It 
Will Be Taken Off Automatically 


takes over and, after a period of time, the charge is 
stopped automatically. 

The very simple procedure, which eliminates com- 
plicated accounting and metering, is accomplished by 
having all batteries the same size. One charging rate 
is, therefore, suitable to all trucks and it is only neces- 
sary to charge each stevedoring company on a battery 
hour basis. Members of the railroad police department 
who regularly patrol the area make a record once an 
hour of such trucks as may be on charge. At the end 
of each month the kilowatt-hours, as recorded by the in- 
coming meter, are multiplied by an agreed-upon rate 
and the charge is allocated to the different companies 
depending upon the number of hours recorded by the 
police department. 

The system was designed and installed by railroad 
forces, operating under the direction of J. H. Davis, chief 
engineer, electric traction, Baltimore & Ohio. A more 
detailed description of the installation appears in the 
May, 1941 issue of Railway Electrical Engineer. 


* * 


Two Streamliners Ready to Leave 
Denver (Col.) Union Station for 
Chicago. Burlington’s Denver 
Zephyr at Left and Union Pacific's 
City of Denver at Right 


Photo by Philip E. Baker 
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Hold Inquest on 
N.Y.O. & W.Taxes 


Local authorities convene to 
examine arrearages and size 
up prospects for future 


Some 175 representatives of towns and 
taxing districts in nine counties in New 
York state through which the New York, 
Ontario & Western passes met in the high 
school at Roscoe, N. Y., on April 25 at 
the request of the Board of Supervisors of 
Sullivan county to consider ways and 
means of taking concerted and uniform 
steps to solve the problem of taxes unpaid 
by the road since it entered trusteeship in 
1937. A number of delegates from the 
east traveled to the meeting on the road’s 
regular passenger train and from the north 
by a special operated from Oswego. Ex- 
cursion fares were offered them, since the 
state constitution prohibits the acceptance 
of free transportation by municipal officers. 


By request of the chairman, Trustee 
Frederic E. Lyford explained the financial 
situation of the road, stressing the fact 
that loss of anthracite traffic makes it 
necessary to find other sources of traffic, 
such as “bridge business,” to keep the line 
in operation. In answer to a question 
from the floor, the trustee explained that 
the road was considering sale of the 32-mi. 
branch between New Berlin junction and 
Edmeston for about $27,000. The federal 
court of jurisdiction has indicated that it 
will reduce taxes on the branch from pres- 
ent assessed value to rates based on the 
sale price. Present unpaid back taxes on 
the branch total about $36,000. Under such 
a reduction annual levies would amount to 
about $3,900. Several tax representatives 
expressed fear that such sale and subse- 
quent establishment of new assessments 
would become popular. Others doubted if 
it were legal. Counsel for the trustee re- 
minded them that the New Berlin branch 
situation represented “a bona fide pur- 
chase by a willing buyer from a willing 
seller” and hence its sale value represented 
its true value for purposes of taxation. 

Chairman of the meeting then offered a 
resolution to the effect that a committee 
composed of one member from each of the 
nine counties be formed and authorized to 
(1) appear as a party inthe road’s reor- 
ganization proceedings; (2) “investigate 
and determine the facts and circumstances” 
concerning the line, “the operation of its 
business and properties and its net income” 
and, (3) to devise a plan for settlement 
and amortization of taxes now due and 
remaining unpaid which have been levied 
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against the road’s properties and for a 
method of assessment of railway properties 
in the future. Inasmuch as a number 
of representatives opposed the provision 
that the committee enter reorganization 
proceedings as a party (they believed the 
tax-collectors would fare worse if they 
had to accept a court order than if they 
took measures on their own behalf), duty 
(1) of the committee was withdrawn. It 
was agreed that the committee would itself 
determine whether it should become a 
party to the proceedings. Several dele- 
gates remarked that “if we get into a 
bankruptcy court, we aren’t going to get 
due consideration.” The chairman ex- 
plined that the committee would be large- 
ly fact-finding; “would learn if there is 
anything for us and if so, attempt to 
get it.” 

Only 12 representatives opposed passage 
of the resolution and delegates were in- 
structed to get appropriate action in their 
respective government units. 

During the meeting a representative of 
Hancock rose to his feet and declared that 
“the time has come for a show-down on 
these O. & W. taxes.” After reviewing the 
plight of the small home-owner in bearing 
the burden of delinquent taxes and making 
the observation that the road continued to 
pay full wages right along, he asserted that 
unless the O. & W. pays up, its operation 
should be discontinued. [Hancock assesses 
property of the road within its jurisdiction 
at about $1,199,000. This exceeds the 
present market value of all outstanding 
bonds on the entire road.—Ed. | 


Suspends Some Tariffs Relating 
Motor Rates to Rail 


The Interstate Commerce Commission 
has suspended in part Central States Motor 
Freight Bureau tariffs which generally 
speaking are calculated to place rates of 
participating motor common carriers on the 
rail basis. The suspension is from April 29 
until November 29 and the proceeding has 
been docketed as I. & S. M-1575. 

The tariffs suspended are those proposing 
to establish so-called volume rates and 
ratings and minimum weights generally the 
same as those prevailing on railroad carload 
traffic ; also, those proposing truckload rates 
and ratings at 112% per cent of the afore- 
mentioned volume rates. The proposed 
truckload rates would thus be above rail 
carload rates, but generally below rail 1. c. 1. 
charges. The suspended schedule carried 
the proposals with which protestants to the 
tariffs were mainly concerned; although 
those allowed to become effective have been 
appraised by proponents as involving im- 
portant increases in revenue. 
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Low Rates to the 
South Get Kayoed 


All-commodity rates designed 
to get forwarder tonnage 
displease Div. 3 


All-commodity rates which the decisiorr 
says were proposed primarily to obtain ap- 
proximately 500,000 lb. of forwarder traf- 
fic moving each week by truck from New 
York to Atlanta, Ga., have been condemned 
by the Interstate Commerce Commission’s 
Division 3 as “unjust, unreasonable, un- 
justly discriminatory, unduly prejudicial and 
preferential,” and in violation of the Inter- 
state Commerce Act’s provisions requiring 
common carriers to maintain “just and 
reasonable classifications of property for 
transportation.” The same decision strikes 
down in like manner any-quantity rates. 
proposed “as a measure of self-preserva- 
tion” by the protestants to the all-commod- 
ity rates. 

The report by Commissioner Johnson 
is in Investigation & Suspension Docket 
No. 4827, All Freight Eastern Ports to 
South. In it Division 3 discusses the “just 
and reasonable classifications” matter at 
some length; and in one place suggests 
that the commission, in previous decisions 
sanctioning all-commodity rates, departed 
from what Division 3 now thinks is the 
proper course. After reviewing the history 
of the classifications matter and citing the 
precedent-setting decisions thereon, Com-~ 
missioner.Johnson said: “The commissiom 
in approving and prescribing commodity 
rates on grouped or individual articles 
should give, and so far as we are advised 
it always has given, except possibly in 
those instances when it sanctioned all-~ 
commodity rates, due consideration and 
weight to the principle of rate-making em- 
bodied in section 1(16) as herein construed 
by us.” In section 1(16) are found the 
aforementioned Interstate Commerce Act 
provisions requiring common carriers to 
maintain “just and reasonable classifica- 
tions of property for transportation. .. .” 

The majority report represented the 
views of its author and Commissioner All- 
dredge. Commissioner Mahaffie, the other 
member of Division 3, filed a brief separate 
expression to say that he concurred “in 
the results” but could not agree with much 
of what was said in the majority report. 
The only illegality Mr. Mahaffie saw in the 
proposed rates is the possible violation of 
section 15(a), i. e, he thought that re- 
spondents failed to meet the charge that 
the adjustments sought “would jeopardize 
(Continued on page 773) 
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3 Months N. O. I. 
Was $201,503,219 


4.15 per cent return compares 
with $115,903,566 or 2.41 
per cent last year 


Class I railroads of the United States in 
the first three months of 1941 had earnings 
[net railway operating income] of $201,- 
503,219, before interest and rentals, accord- 
ing to the Bureau of Railway Economics 
of the Association of American Railroads. 
This was at the annual rate of return of 
4.15 per cent on their property investment. 
The corresponding earnings in the first 
three months of 1940 were $115,903,566 or 
2.41 per cent; in the same period in 1930, 
they were $173,060,112 or 3.48 per cent. 

Class I roads in March, had earnings, 
before interest and rentals, of $80,627,172 
or 4.02 per cent, compared-with $37,034,270 
or 1.86 per cent in March, 1940, and $60,- 
046,885 or 3.02 per cent in March, 1930. 

Gross operating revenues in the first 
three months in 1941 totaled $1,152,106,852, 
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4.31 per cent. In the first three months 
of 1940, their corresponding earnings were 
$75,224,972 or 2.94 per cent, and in the 
same period in 1930 they were $97,348,- 
395 or 4.22 per cent. Operating revenues 
in the Eastern district in the three months 
totaled $591,292,488, an increase of 16.9 
per cent compared with the same period in 
1940, but a decrease of 10.8 per cent com- 
pared with the first three months in 1930; 
operating expenses totaled $404,606,907, an 
increase of 9.8 per cent above 1940, but a 
decrease of 20.9 per cent under 1930. 

Class I roads in the Eastern district for 
March had earnings of $43,977,679, before 
interest and rentals, compared with $23,- 
603,467 in March, 1940, and $32,182,039 in 
March, 1930. 

In the Southern district earnings in the 
three months were $34,650,456, before in- 
terest and rentals, which was at the rate 
of 4.16 per cent. In the same period in 
1940, the corresponding earnings were $19,- 
523,316, a return of 2.35 per cent, and in 
the same 1930 period they were $24,914,286 
or 2.85 per cent. Southern district operat- 
ing revenues in the three months totaled 
$162,864,729, an increase of 18 per cent 
compared with the same period in 1940, 








CLASS I RAILROADS—UNITED STATES 
Month of March 


Total operating revenues .....-+.eeeeeeeeeereees 
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283,328,538 248,634,646 347,107,974 
68.06 76.00 77.60 
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Three Months Ended March 31 
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4.15 2.41 3.48 








compared with $986,365,762 in the same 
period of 1940, and $1,316,100,042 in the 
first three months in 1930, an increase of 
16.8 per cent in 1941 above 1940, but 12.5 
per cent below 1930. Operating expenses 
in the three months amounted to $807,887,- 
616, compared with $746,610,542 in the cor- 
responding period in 1940, and $1,026,147,- 
037 in the same period in 1930—8.2 per 
cent above the former, but 21.3 per cent 
below the like period in 1930. 

Class I roads in the three months paid 
$111,279,110 in taxes, compared with $91,- 
515,147 in the same period in 1940, and 
$86,757,597 in the same period in 1930. 
For March alone, the tax bill amounted to 
$41,474,000, an increase of $10,920,865 or 
35.7 per cent above March, 1940. Fifteen 
class I roads failed to earn expenses and 
taxes in the three months, of which seven 
were in the Eastern district, one in the 
Southern district, and seven in the West- 
ern district. 

Gross for March totaled $416,319,162 
compared with $327,131,789 in March, 1940, 
and $447,314,318 in March, 1930. Operat- 
ing expenses totaled $283,328,538, com- 
pared with $248,634,646 in the same month 
of 1940, and $347,107,974 in March, 1930. 

Class I roads in the Eastern district had 
earnings in the three months of $111,714,- 
639, before interest and rentals, a return of 


but a decrease of 8.7 per cent compared 
with the same 1930 period. Operating ex- 
penses totaled $109,188,253, an increase of 
5.8 per cent above the same period in 1940, 
but a decrease of 21.4 per cent under the 
same period in 1930. March earnings in 
the Southern district were $13,756,468, be- 
fore interest and rentals, compared with 
$6,692,099 in March, 1940, and $9,262,673 
in March, 1930. 

Class I roads in the Western district in 
the three months had earnings of $55,138;- 
124, before interest and rentals, a return 
of 3.86 per cent; in the same period of 
1940 the corresponding earnings were $21,- 
155,278, or 1.49 per cent, and in the corre- 
sponding period in 1930, they were $50,- 
797,431 or 2.84 per cent. The three-months 
operating revenues in the Western district 
totaled $397,949,635, an increase of 16.2 
per cent above the same period in 1940, 
but a decrease of 16.3 per cent below the 
same 1930 period; operating expenses to- 
taled $294,092,456, an increase of 7 per 
cent compared with the first three months 
in 1940, but a decrease of 21.8 per cent 
compared with the same period in 1930. 

For March alone the class. I roads in 
the Western district had earnings of $22,- 
893,025, before interest and rentals, com- 
pared with $6,738,704 in March, 1940, and 
$18,602,173 in March, 1930. 
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New Schedules 


on “Summer Time’ 


N.Y.-Hub, Chi.-N.Y., St.L.-N.Y. 
trains revamped; Southeast 
gets several changes 


A number of important improvements in 
passenger train services on the Pennsyl- 
vania went into effect on April 27 with 
the adoption of the Spring timetable, de- 
tails of which were received too late for 
publication in last week’s Railway Age. 
A new high-speed, daily. train, the 
“Patriot,” operating between Washington 
and Boston, Mass., via P. R. R. and New 
York, New Haven & Hartford, leaves New 
York on its northbound trip at 6 p. m. 
(e. s. t.), arriving in Boston at 10:40 p. m. 
This constitutes the latest departure ever 
provided from New York to Boston, at 
the same time affording a before-midnight 
arrival. Southbound, the “Patriot” leaves 
Boston at 2 p. m. 

An entirely new all-Pullman train pro- 
viding a wide range of Pullman accommo- 
dations, the “Golden Arrow,” eastbound, 
now leaves Chicago at 1:25 p. m., with ar- 
rival at New York at 7:25 a. m. on a 
17-hr. schedule. For the greater conveni- 
ence of passengers desiring a midnight de- 
parture, the present Golden Arrow, west- 
bound, has been speeded up to arrive at 
Chicago at 3:45 p. m., 10 min. earlier than 
at present, thus facilitating connections at 
Chicago with through trains for the West, 
and improving connections with evening 
commuter trains out of that city. The 
“Spirit of St. Louis” has been made an 
all-Pullman train and its running time 
shortened .by 15 min. 

Extending the southbound fleet of hourly 
trains between New York and Washington 
one hour later in the evening the road 
incorporated a new train, the “Constitu- 
tion” leaving New York at 8:30 p. m. 
and arriving in Washington at 12:15. 
Northbound a new train, No. 122, leaving 
Washington at 7:30 p. m. and arriving in 
New York at 11:30 p. m, provides an 
additional service midway between the reg- 
ular 7 and 8 o’clock departures from Wash- 
ington. The “Manhattan Limited” east- 
bound from Chicago to New York has 
been speeded up one hr., 10 min., leaving 
Chicago at 11:30 p. m., with arrival in 
New York at 6:40 p. m. 

Effective April 27 the Seaboard Air Line 
added sleeping car accommodations to its 
formerly all-coach “Silver Meteor” for 
summer service, as was noted briefly in 
last week’s issue. Three standard modern 
Pullman cars have been added to the train, 
one operating between New York and 
Miami, Fla., and two between New York 
and St. Petersburg. There will be substi- 
tuted for its present sleeping cars on or 
about May 20 a set of eight-section, one 
drawing room, three double-bedroom sleep- 
ing cars, one set of six-section, six double- 
bedroom and a set of ten-section, 1-com- 
partment, two double-bedroom _ sleeping 
cars, now receiving a coat of exterior alum- 
inum paint in Pullman shops. Thus com- 
plemented by sleeping car equipment the 

(Continued on page 776) 
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Pullmans for the 
Colored Brothers 


Entitled to same cars as white 
folks, even if they hardly 
“ever want them 


Negroes traveling on interstate trains 
are entitled to first class Pullman accom- 
modations like those accorded to white 
passengers. This, in effect, was the gist 
of a unanimous ruling by the United States 
Supreme Court on April 28, in the case of 
Arthur W. Mitchell, Appellant, versus the 
United States of America, Interstate Com- 
merce Commission, Frank O. Lowden, and 
others in which the Negro Congressman 
from Illinois, Mr. Mitchell, was seeking to 
force the Interstate Commerce Commis- 
sion to order the railroads to provide equal 
Pullman accommodations on_ interstate 
trains. ; 

In the unanimous decision Chief Justice 
Hughes declared that the issue was “not 
a question of segregation but one of equal- 
ity of treatment” and as a result the deci- 
sion did not have to consider the recent 
protest filed with the Court by 10 Southern 
attorneys general that their state segrega- 
tion laws were valid. 

The Interstate Commerce Commission 
had previously dismissed Mr. Mitchell’s 
complaint alleging discrimination, and the 
decision of the court reverses the decision 
of the district court in Chicago which had 
upheld the commission’s action and sends 
back the case to that court with directions 
to set aside the order of the commission 
and to remand the case to the commission 
for further proceedings in conformity with 
the opinion. 

Briefly, the facts of the case are that 
Negro Congressman Mitchell had traveled 
on the lines of the Illinois Central and the 
Chicago, Rock Island & Pacific from Chi- 
cago, Ill, to Hot Springs, Ark. He had 
requested a bedroom on the Chicago-Hot 
Springs Pullman but none being available, 
he was provided with a compartment as 
far as Memphis in the sleeper destined to 
New Orleans. Just before reaching Mem- 
Phis he had the porter transfer him to the 
Chicago-Hot Springs sleeper on the same 
train, but the conductor refused to honor 
his first class ticket and forced him, under 
the Arkansas segregation statute, to ride 
In the second class or “Jim Crow” car. 
This car, Mr. Mitchell described as being 

filthy and foul smelling,” but the testi- 
mony of railroad witnesses was to the con- 
trary, ¥ 

Mr. Mitchell filed a complaint with the 
commission alleging discrimination, and the 
Commission found that there was not suffi- 
cient discrimination against Negroes to 
Justify an order against the railroads. In 
its presentation before the Supreme Court 
the commission argued that there were 
Not enough calls for first class accommo- 
dations on the part of Negroes to justify 
Providing separate cars for them. 

“We take it,” writes Chief Justice 
Hughes, “that the chief reason for the 
commission’s action was the ‘comparatively 
little colored traffic.’ But the comparative 
Volume of traffic cannot justify the denial 
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of a fundamental right of equality of treat- 
ment, a right specifically safeguarded by 
the provisions of the Interstate Commerce 


Act. We thought a similar argument with 
respect to volume of traffic to be untenable 
in the application of the Fourteenth 
Amendment. We said that it made the 
constitutional right depend upon the num- 
bers of persons who may be discriminated 
against, whereas the essence of that right 
is that it is a personal one. 

“While the supply of particular facilities 
may be conditioned upon there being a 
reasonable demand therefor, if facilities are 
provided, substantial equality of treatment 
of persons traveling under like conditions 
cannot be refused. It is the individual, we 
said, who is entitled to the equal protection 
of the laws—not merely a group of indi- 
viduals, or a body of persons according to 
their numbers. And the Interstate Com- 
merce Act expressly extends its prohibi- 
tions to the subjecting of ‘any particular 
person’ to unreasonable discriminations.” 

“On the facts here presented,” says the 
Court, “there is no room, as the Govern- 
ment properly says, for administrative or 
expert judgment with respect to practical 
difficulties. It is enough that the discrim- 
ination shown was palpably unjust and for- 
bidden by the Act.” 

Not only must the railroads provide 
equal Pullman accommodations, but it is 
possible, from reading the decision, to 
reach the conclusion that they must also 
provide equal dining car and observation 
car accommodations. For at one point in 
his decision, Chief Justice Hughes goes on 
to say that the commission “has recog- 
nized that inequality persists with respect 
to certain other facilities such as dining 
car and observation-parlor car accommoda- 
tions.” 

The Court also did not accept the argu- 
ment of the railroads and the commission 
that this offense had happened only once 
and that the Rock Island had corrected it 
by substituting a fully air conditioned sec- 
ond class coach with separate compart- 
ments for white and Negro passengers. The 
Court felt that the question does not end 
with the travel on second class tickets. 
“It does not appear,” continues Chief Jus- 
tice Hughes, “that colored passengers who 
have bought first class tickets for trans- 
portation by the carrier are given accom- 
modations which are substantially equal 
to those afforded to white passengers.” 

The argument had also been made by 
the railroads and the commission that there 
was no evidence that Mr. Mitchell ever 
intended to make this particular trip again. 
The Court decided that this argument had 
no validity in the case. “He is an Amer- 
ican citizen free to travel,” it said, “and 
he is entitled to go by this particular 
route whenever he chooses to take it and 
in that event to have facilities for his jour- 
ney without any discrimination against him 
which the Interstate Commerce Act for- 
bids.” 


Vacations With Pay 


The National Mediation Board continued 
this week its meetings with labor and man- 
agement representatives in connection with 
the demand of 14 non-operating unions for 
vacations with pay. 





RRs Relieved at 
Coal Strike End 


Traffic hard hit and the fuel 
pile was getting pretty low 
on some railroads 


Complete shut-down of bituminous coal 
mines in the Appalachian North and South 
fields and partial shut-down in the West 
starting April 1 not only cut severely into 
traffic and revenues but brought a number 
of Eastern roads to the verge of locomotive 
fuel famine. S. m. p.’s breathed easier 
when the United Mine Workers of Ameri- 
ca agreed earlier in the week to return 
to work on May 1. Western roads were 
in a far more favorable position with re- 
spect to both traffic and fuel. 

In spite of the re-opening of the mines, 
a number of roads are still in a pretty 
tight situation, although an assured re- 
plenishment of fuel stocks allows them 
to dig into present supply with less timidity. 
Roads like the Maine Central and Bangor 
& Aroostook are five or six days away 
from the source of supply and it may be 
weeks before their orders can receive 
attention in competition with a country avid 
for coal. 

The serious shortage which the roads 
faced can be gaged not only by the cessa- 
tion of production for an entire month but 
as well by the fact that for at least a week 
before the strike was called mines did not 
produce their normal output and many 
orders remained unfilled even before the 
strike went into effect. The New York, 
Ontario & Western, for example, during 
the last week in March failed to receive 
some 4,000 tons of fuel coal which it 
ordered. A good many roads also cut into 
their fuel stocks during early weeks of 
the strike by supplying industrial customers 
along their lines with coal to keep them in 
production. 

Most drastic step taken during the strike 
was temporary suspension by the Southern 
of 42 local branch-line passenger trains, 
effective April 29, to conserve fuel for 
more essential main-line and freight runs. 
On that date the road estimated it had 
but 18 or 19 days’ supply left. When 
notified of the situation, the Virginia state 
Corporation Commission wired state rep- 
resentatives in Congress acquainting them 
with the serious transportation problem re- 
sulting from stoppage in the mines. The 
Seaboard Air Line had 20 days’ supply on 
hand, as of April 29. 

Northern New England roads are re- 
ported to have faced serious shortages, but 
have on hand sufficient supply for normal 
operations. The New York, New Haven 
& Hartford had 50 days’ supply on hand 
on April 29 and had already helped out 
other roads, including the B. & M. at 
Springfield, Mass., and the N. Y. O. & W. 
at Maybrook, N. Y. It has also rendered 
yeoman service to hard-pressed industries 
in its territories and expected to continue 
to do so until the coal really starts moving. 

The New York Central and Pennsyl- 
vania had ample supplies of fuel coal on 
hand and the Baltimore & Ohio had 15 
days’ supply on April 29. None of these 
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roads anticipated service curtailments. The 
big coal carriers serving the West Vir- 
ginia fields suffered heavy traffic losses dur- 
ing the month but had ample fuel stocks 
available. During the strike the Virginian 
continued to move practically all of the 
filled “no-bill” cars on hand at the mines 
when mining ceased;. hauled the normal 
shipments of two anthracite mines which 
continued to produce and moved a rela- 
tively small quantity of coal stored on the 
ground at one of its mines. Withal, its 
coal traffic was about five per cent of 
normal. 

The so-called anthracite carriers had on 
hand stocks ranging from 10 to 30 days’ 
supply of bituminous locomotive coal. The 
Reading, which normally uses a mixture of 
bituminous and anthracite, increased the 
proportion of the latter. The New York, 
Ontario & Western, which had but 10 days’ 
supply left on April 25, used 60 per cent 
anthracite (stove) in hand-fired locomo- 
tives and 50 per cent (nut) in stoker-fired 
units. The latter, which were not designed 
to use the slower-burning anthracite, made 
operation on this basis difficult. Crews 
were required to stop large freight loco- 
motives about every 50 mi. and dump fires 
completely. The Railway Age learned 
that one road foreman of engines had 20 
hours of sleep in four days. 

Adequate stocks of coal and the uninter- 
rupted operation of some mines enabled 
western lines to continue the operation of 
all trains during the strike. Western lines 
were in a favorable position throughout the 
strike because prior thereto they had ma- 
terially increased their stocks of coal, 
which normally amount to a 30 to 40-day 
supply, and because some mines not affected 
by the strike were able to supply as much 
as 60 per cent of the railroads’ require- 
ments. One of the interesting incidents of 
the strike period occurred on the Illinois 
Central where daily coal loadings at non- 
union mines in western Kentucky and 
southern Illinois during the two weeks end- 
ing April 28, were about 20 per cent 
heavier than during the same period a year 
ago. 

On April 28, the day before the strike 
ended, western railroads still had as much 
as 23 days’ supply of coal. The Illinois 
Central had 21 days’ supply on lines north 
of the Ohio river and 23 days’ supply 
south of the Ohio. The Chicago, Mil- 
waukee, St. Paul & Pacific had about 20 
days’ supply; the Chicago, Burlington & 
Quincy; the Chicago & Eastern Illinois 
and the Chicago, Rock Island & Pacific 
about two weeks’ supply; and the Chicago 
Great Western about 10 days’ supply. 


S. A. E. Summer Meeting to Touch 
on Diesel Problems 


The Society of Automotive Engineers 
will hold its summer meeting at the Green- 
brier, White Sulphur Springs, W. Va., 
June 1 to 6, inclusive. Meetings of in- 
terest to railroad men include session on 
the Diesel engine on June 4 at 9:30 a. m. 
during which P. B. Jackson, Aluminum 
Company of America, will discuss “Alu- 
minum Alloy Applications for Major 
Diesel Engine Parts,” and Everett Chap- 
man, Lukens Steel Company, will talk on 
“Fundamentals of Welding Applied to 
Steel Crankcases.” Also on June 5 at 9:30 
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a. m. “Problems and _ Possibilities of 
Mechanical Supercharging of Diesel En- 
gines” will be discussed by H. L. Knud- 
sen, Cummins Engine Company, and 
“American Experiences with the Buchi 
Turbo-Charging System” by John W. 
Anderson, American Locomotive Com- 
pany; J. P. Stewart, Elliott Company and 
Ralph Boyer, Cooper-Bessemer Corpora- 
tion. 


A. A. R. Appropriates $83,000 for 
Counterbalance Tests 


Directors of the Association of Amer- 
ican Railroads at their April meeting in 
Washington, D. C., last week approved a 
recommendation of the Mechanical Division 
and appropriated $83,000 for tests of coun- 
terbalances for locomotive wheels. The 
location of the tests has not been deter- 
mined, but it was stated that they should 
be conducted at some point where there 
would be available 20 miles of “reasonably 
straight” track, including five miles of 
tangent. 


John J. Esch Dies 


John J. Esch, who served as a member 
of the Interstate Commerce Commission 
from 1921-28 and who was chairman in 
1927, died at La Crosse, Wis., on April 27 
at the age of 80 years. Prior to his service 
with the commission, he was representative 
from the seventh congressional district 
from 1898 to 1920. Mr. Esch was a co- 
author of the transportation act of 1920. 


Baldwin Hands Over its First Tank 
to the Army 


The first medium M-3 combat tank built 
by the Baldwin Locomotive Works was 
put through its paces on April 23 in a spe- 
cial ceremony at Eddystone, Pa., and 
turned over to Major D. N. Houseman, 
executive officer, Philadelphia Ordnance 
District, by Vice-President W. H. Winter- 
rowd. Before a body of distinguished 
guests and under the shadow of two eight- 
in. railway guns recently built by Baldwin, 
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Number One tank obtained 30 m. p. h. on 
the test track. Among other demonstra- 
tions of efficiency it was braked within 40 
feet after a speed of 20 m. p. h.; traveled 
successfully over a strip of railroad ties 
and ran down flag markers placed in con- 
secutively difficult positions. Also the tank 
was driven several times over a specially 
prepared mound of earth approximately 40 
ft. high at the center and having an in- 
cline of approximately 50 degrees. 

The Baldwin M-3 tank weighs 29 tons 
and is powered by a 400-hp. radial Wright 
Cyclone engine. It carries a crew of 
seven, and a battery of guns including a 
75-mm. semi-automatic, a 37-mm. semi- 
automatic and four 30-caliber machine 
guns. The tank was turned out at the 
plant three-quarters of a year ahead of 
schedule. It is expected that others will 
follow in a few days. 

Brief addresses were presented at the 
ceremony by Mr. Winterrowd, C. E. 
Brinley, president of Baldwin; Major 
Houseman; Under-Secretary of War. R. 
P. Patterson; Colonel W. W. Warner, 
chief of Artillery Division, Ordnance De- 
partment and William A. Batt, deputy 
director, Office of Production Manage- 
ment. 


Southern Shopmen Vote for Six-Day 
Week 


Some 7,500 shopmen of the Southern, 
during the week of April 14, voted to can- 
cel the five-day week clause in their con- 
tract, thus extending the basic work week 
from 40 to 48 hours. Cancellation in this 
manner is provided for in the contract. 
The management agreed to the cancella- 
tion and notified employees that the six- 
day week would be restored, effective 
May 1. 


Refrigerator Car Policy's Effective 
Date Again Postponed 


The Car Service Division, Association 
of American Railroads, on May 1 further 
postponed from June 30 until December 31 
the effective date of its May 5, 1939, action 
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reserving for railroads the right to furnish 
railroad-owned or railroad-controlled cars 
for shipments of fresh meats, packing- 
house products or dairy products. The 
notice of postponement said it seemed de- 
sirable to delay the matter “until the out- 
come of a case now before the Interstate 
Commerce Commission may be known.” 


W. M. Plays Up New Locomotives 
in Annual Report 


Enclosed with each annual report for 
Western Maryland stockholders for 1940 
was a four-page folder in color describing 
the 12 new high-speed articulated fast 
freight locomotives recently placed in 
service by the road. Their dimensions, 
fuel capacity and horsepower were com- 
pared with units familiar to laymen and 
the improvements in service they make 
possible noted. The annual report proper 
stated among other things that export, 
coastal and intercoastal traffic out of the 
W. M. terminal at Port Covington, Md., 
increased 80 per cent over 1939 in terms 
of numbers of cars handled. 


Club Meetings 


The New England Railroad Club will 
hold its annual banquet and entertainment 
in the Hotel Statler, Boston, Mass., on 
Tuesday, May 13. Tickets are priced at 
$4 for members and $5 for guests. Ap- 
plications must be in the hands of Secre- 
tary W. E. Cade, Jr., 683 Atlantic avenue, 
Boston, Mass., not later than May 10. 

The Traffic Club of Newark, N. J., will 
hold its next meeting at the Robert Treat 
hotel on May 5. C. R. Musgrave, presi- 
dent to serve as liaison officer with the 
will be the principal speaker. The next 
traffic club forum will be held at the same 
place on May 12. At that time experts in 
the traffic field will be “grilled” by the 
audience in a “Traffiquiz.” 


,/ Withdraws Coy Appointment to 
v Transport Study Board 


President Roosevelt on April 29 notified 
the Senate he was withdrawing his March 
20 appointment of Wayne Coy to be a 
member of the transportation study board 
called for in the Transportation Act of 
1940. As noted in the Railway Age of 
April 26, page 732, Mr. Coy requested the 
foregoing when Mr. Roosevelt last week 
appointed him special assistant to the Presi- 
dent to serve as liaison officer with the 
Office for Emergency Management. 

Meanwhile the Senate committee on in- 
terstate commerce has taken no action with 
respect to the transport study board. The 
other two appointees are Charles West and 
Nelson Lee Smith. 


Mexican Earthquake Damages 
Railroad Property 


Serious damage to railroad property in 

exico occurred on April 15 when an 
tarthquake shook the states of Colima, 
Jalisco, Michoacan and the federal district. 
The station at Zapotiltic, Jalisco, and the 
station and water tower at Tuxpan, Micho- 
acan were destroyed. A series of land 
slides occurred between Coquimatlan and 
Caleras and between Atenquique and Plat- 
anar on the Guadaljara division, bottling 
a train in a canyon. Some of the slides 
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were 300 ft. long and 1,500 ft. high. Serv- 
ice was suspended between Ciudad Guz- 
man, Jalisco and the port of Monzanillo, 
Colima. Tracks near Colima were also 
damaged by lava flowing from the erupt- 
ing Colima volcano, 


National Safety Council 
Announces Winners 


The National Safety Council has an- 
nounced winners of its railroad employees’ 
safety contest conducted in 1940. Awards 
will be presented at a dinner on May 7 
when the National Safety Council will be 
host to the officers of the winning organi- 
zations. The winners for 1940 are as 
follows : 


Class I Standard Railroads 

Group A—50,000,000 or more man-hours—Union 
Pacific Railroad—Casualty rate, 2.23. 

Group B—20,000,000 to 50,000,000 man-hours— 
Michigan Central—Casualty rate, 3.331. 

Group C—8,000,000 to 20,000,000 man-hours— 
Chicago, St. Paul, Minneapolis & 
Omaha—Casualty rate, 3.78. 

Group D—3,000,000 to 8,000,000 man-hours—Du- 
luth, Missabe & Iron Range—Casualty 
rate, 2.46. 

Group E—1,000,000 to 3,000,000 man-hours—Mis- 

: souri-Illinois—Casualty rate, 0.91. 

Group F—Less than 1,000,000 man-hours—Lake 
— & Ishpeming—Casualty rate, 


Group G—The seven operating zones of the Pull- 
man Company—The St. Louis Zone— 
Casualty rate, 0.79. 

Group H—The six repair shops of the Pullman 
Company—The Atlanta Shop—Cas- 
ualty rate, 1.92. 


Class I Switching and Terminal Railroads 
Group A—Roads working more than 1,500,000 
man-hours—Ogden Union Railway & 
Depot Company—Casualty rate, 3.93. 
Group B—Roads working less than 1,500,000 
man-hours — Birmingham Southern— 
Casualty rate, 1.29. 


Jones on Coal Rates 


Federal Loan Administrator Jesse H. 
Jones said at an April 30 press conference 
that he believed there should be some ad- 
justment in the coal-rate differentials as 
between Northern and Southern fields. Mr. 
Jones said he was of that opinion after par- 
ticipating as a representative of President 
Roosevelt in discussions leading to settle- 
ment of the coal strike. 

The position of the South with respect 
to freight rates on other commodities was 
also mentioned, Mr. Jones said; but he had 
no opinion as to that. 

President Roosevelt had previously said 
at his April 29 press conference that the 
coal-rate matter was a subject for further 
study in connection with mediation leading 
to final settlement of the strike issues. 


1940 Freight Commodity Statistics 


Tons of revenue freight originated by 
Class I railroads in 1940 showed an in- 
crease of 11.9 per cent over 1939, accord- 
ing to the freight commodity statistics is- 
sued by the Interstate Commerce Commis- 
sion’s Bureau of Statistics. Last year’s 
total was 1,009,402,564 tons as compared 
with 901,669,335 tons in 1939; all com- 
modity groups were up except products of 
agriculture, down from 91,564,116 tons to 
88,806,820 tons or three per cent, and all 
l. c. 1. freight, down from 14,874,949 tons 
to 14,692,300 tons or 1.2 per cent. 

Animals and products were up 2.7 per 
cent from 15,049,346 tons to 15,457,973 
tons; products of mines increased from 
496,938,982 tons to 570,218,235 tons or 14.7 
per cent; products of forests were up 16.1 
per cent from 50,155,755 tons to 58,219,971 
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tons; and manufactures and miscellaneous 
increased 12.4 per cent from 233,086,187 
tons to 262,007,265 tons. 

The statement also sets forth freight 
revenue by commodities; and there again 
all groups showed increases in 1940 over 
1939 except products of agriculture and all 
1. c. 1. freight—down respectively 1.3 and 
1.8 per cent. The total freight revenue 
was up nine per cent from $3,375,863,086 
in 1939 to last year’s $3,678,098,618. 


More Than 900 Representatives 
Attend Sales Meeting 


More than 900 passenger traffic depart- 
ment representatives attended the sixth 
annual get-together sales meeting held in 
Chicago on April 28 under the sponsership 
of the Central and Western passenger as- 
sociations to further interest in and knowl- 
edge of the sale of railroad passenger serv- 
ice. The program included two addresses 
and some entertainment. Phil Hanna, ed- 
itor of the Chicago Journal of Commerce, 
spoke on Your Product Is America and 
Your Market Millions. Harry Evans, di- 
visional director of the Dale Carnegie In- 
stitute, described a method for developing 
a sales talk. F. Harold Van Orman, ex- 
lieutenant governor of Indiana, acted as 
toastmaster. 


Santa Fe Gives Employees Graphic 
Report 


A section of 16 pages of the April issue 
of the “Santa Fe Magazine” is devoted to 
a presentation in text, photographs and 
diagrams of the results of 1940 operations 
of the road. Textual matter is extremely 
informal and directed personally to indi- 
vidual employees. Sources of revenue and 
division of expenses are outlined graphic- 
ally; cost of maintenance of equipment 
and roadway broken down by classes and 
compared for the period from 1896 to 
1940, inclusive; the principal factors of 
revenue freight tonnage presented in fig- 
ures to show relative importance both ton- 
nage-wise and revenue-wise and a compo- 
site picture of financial operations since 
1896 presented in block graph form. 


Have the Railroads Public Appeal? 


“What People See in Railroads” was 
discussed by George M. Crowson, assistant 
to the president, Illinois Central, in a 
one-hour “quiz” program sponsored by the 
Illinois Central Employees Service Club of 
Carbondale, Ill., at the Rogers Theater re- 
cently. The program was broadcast by 
Station WJPF of Herrin, II. 

The talk consisted chiefly of experiences 
which the road has had in dealing with 
public interest in the way it operates. Mr. 
Crowson told of a certain railroad “fan” 
who, although living hundreds of miles 
away from the Illinois Central, keeps an 
exact up-to-date record of the assignment 
of every locomotive on the road and an 
electrical engineer who has built exact 
replicas in miniature of every type of 
freight car owned by the road. 

Some time ago the Illinois Central made 
public a sheet of pictures showing the 
evolution of the locomotive on the Illinois 
Central and modestly expected several 
hundred requests. Actually the requests 
poured in by the thousands and the sheet 
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ran through two printings “in no time at 
all.” Acting on the request of a certain 
county superintendent of schools for ma- 
terial for a transportation project, the road 
prepared a booklet called “Trails to Rails 
—a Story of the Development of Trans- 
portation in Illinois.” After sending out 
a digest to the school officers throughout 
the state, the road received orders from 
101 of the 102 counties in Illinois and its 
first printing ran 175,000 copies. In 1940 
more than 10,000 outside guests were 
shown through shops, roundhouses, ter- 
minals, yards or trains, each of whom were 
presented with a folder called “Come Back 
Again!” containing answers to the kind of 
questions the people most often ask. 


Calling Flat Cars 


Increased demand for flat cars has 
prompted W. C. Kendall, chairman of the 
Car Service Division, to call for the ex- 
pedited return of such equipment to home 
roads. The call came in an April 23 cir- 
cular, which said requirements were par- 
ticularly heavy on the Pacific Coast; and 
flats owned by the Atchison, Topeka & 
Santa Fe, Chicago, Milwaukee, St. Paul & 
Pacific, Chicago, Rock Island & Pacific, 
Great Northern, Northern Pacific, South- 
ern Pacific and Western Pacific “should 
be hurried home.” 

Also, loading of agricultural implements 
and machinery requiring 50-ft. and longer 
flat cars “is increasing rapidly, particu- 
larly in the Central West”; and such cars 
“should not be used for traffic for which 
a shorter car will suffice.” 


Freight Car Loading 


Loadings of revenue freight for the week 
ended April 26 totaled. 721,702 cars, the 
Association of American Railroads an- 
nounced on May 1. This was an increase 
of 13,051 cars, or 1.8 per cent, above the 
preceding week, an increase of 76,898 cars, 
or 11.9 per cent, over the corresponding 
week last year and an increase of 136,512 
cars, or 23.3 per cent, above the comparable 
1939 week. 

As reported in last week’s issue, the load- 
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ings for the previous week ended April 19, 
totaled 708,651 cars, and the summary for 
that week, as compiled by the Car Service 
Division, A. A. R., follows: 


Revenue Freight Car Loading 
For Week Ended Saturday, April 19 


Districts 1941 1940 1939 
POASETR 035.05 152,185 138,327 130,903 
Allegheny ..... 151,772 127,803 104,206 
Pocahontas .... 16,969 45,285 13,535 
Southern ..... 108,768 98,011 92,003 
Nothwestern 125,856 78,204 73,436 
Central Western 102,883 96,994 99,017 
Southwestern .. 50,218 43,844 44,767 





Total Western 








Districts .... 278,957 219,042 217,220 
Total All Roads 708,651 628,468 557,867 

Commodities 
Grain and grain 

products .... 33,512 34,163 30,752 
Live stock .... 11,502 11,304 13,309 
MOONE as cieweeee 33,404 113,957 66,898 
re 9,152 7,525 5,710 
Forest products. 40,894 32,096 28,450 

‘Re eae 74,345 15,178 12,813 
Merchandise 1.c.1 161,009 148,150 152,035 
Miscellaneous 344,833 266,095 247,900 
Pt ie | ae 708,651 628,468 557,867 
Porn 82). .6000 679,808 619,105 547,179 
ee 683,402 602,835 534,952 
March 29 ..... 792,125 628,921 600,691 
March 22 ..... 768,508 620,375 601,948 





Cumulative Total, 
16 Weeks ... 11,454,062 10,020,938 9,188,249 
In Canada.—Carloadings for the week 

ended April 19 were 56,321, as compared 

with 54,974 in the previous week and 51,- 

132 in the 16th week last year, according 

to the compilation of the Dominion Bu- 


reau of Statistics. 
Total Total Cars 
Cars’ Rec’d from 
Loaded Connections 
Total for Canada: 


April 19, 1944 <<. 56,321 27,310 
April 12, 2088 i... css 54,974 28,216 
Aor 5. 28D scans 58,840 31,316 
Apts 20; 7940 ......9.> 51,132 25,612 
Cumulative Totals for Canada: 
Aer 19. 1981 ..éss 870,474 460,936 
Bor 20, 1990 .cs0s 755,661 389,391 
Agri 22; 1939 ...%5.- 654,813 337,664 


Bills in Congress 
Another bill to provide nationwide day- 
light saving time has been introduced in the 
House of Representatives by Representa- 
tive Edith Nourse Rogers, Republican of 
Massachusetts. It is H. R. 4522. Presi- 
dent Roosevelt was asked about his attitude 
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toward daylight saving time at his April 
29 press conference. His reply indicated 
that he had no objection, but he said the 
matter was entirely within the province of 
the Congress. 

Representative Martin, Republican of 
Massachusetts, has introduced H. R. 4517 
to require railroads to transport members 
of the military forces on furlough at a rate 
of not more than one cent per mile. As 
noted in the Railway Age of April 19, page 
693, the railroads have voluntarily estab- 
lished 114-cents-per-mile rates for uni- 
formed men on furlough. 

Representative Green, Democrat of Flor- 
ida, has introduced H. R. 4552 to provide 
for completion of construction of the At- 
lantic-Gulf ship canal across Florida. 


House Sub-Committee on Forwarder 
Regulation Bills 


Chairman Lea of the House committee 
on interstate and foreign commerce this 
week appointed a sub-committee to deal 
with proposed legislation for regulation of 
forwarders which is pending before the 
committee. Members of the sub-committee 
are: Mr. Lea, Representatives Crosser of 
Ohio, South of Texas, Patrick of Alabama, 
Democrats, Wolverton of New Jersey, 
Holmes of Massachusetts, Reece of Tennes- 
see, Republicans. 

The sub-committee will have before it 
Chairman Lea’s bill, H. R. 3684, on which 
public hearings were recently concluded; 
and S. 210, the Senate-approved bill spon- 
sored by Chairman Wheeler of the Senate 
committee on interstate commerce and Sen- 
ator Reed, Republican of Kansas. 


March Truck Volume 36 Per Cent 
Over 1940 


The volume of revenue freight trans- 
ported by motor truck in March increased 
12 per cent over February and 36 per cent 
over the volume carried in March, 1940, 
according to American Trucking Associa- 
tions. The A. T. A. index figure, com- 
puted on the basis of the 1938-1940 average 
monthly tonnage as 100, stood at 138.90 
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for March, as compared with 127.09 in 
February. 

Comparable reports were received from 
206 motor carriers in 38 states. The re- 
porting carriers transported an aggregate 
of 1,415,127 tons in March, as against 
1,263,748 tons in February and 1,040,175 
tons in March, 1940. 

Slightly more than 76 per cent of all 
the freight transported in March was re- 
ported by carriers of “general freight.” 
The volume of freight in this category in- 
creased 12.2 per cent over February and 
40.3 per cent over March of the previous 
year. Transporters of petroleum products, 
accounting for almost nine per cent of the 
total tonnage reported, showed an increase 
of 8.2 per cent over February, and an in- 
crease of 26.1 per cent over March, 1940. 
Movement of new automobiles and trucks, 
constituting almost seven per cent of the 
total tonnage, increased 13.1 per cent over 
February and 27.4 per cent over March, 
1940. Haulers of iron and steel products 
reported a little more than five per cent 
of the total tonnage; the volume of these 
commodities showed an increase of 14.4 
per cent over February and 18.6 per cent 
over March of last year. A little’ more 
than three per cent of the total tonnage re- 
ported was miscellaneous commodities, in- 
cluding tobacco, textile products, building 
materials, coal, cement and household 
goods. Tonnage in this class increased 
10.7 per cent over February and 20.3 per 
cent over the volume hauled in March, 
1940. 


Land Warns Intercoastal Shippers 


Advocacy of the coordination of all land 
transportation and the warning that inter- 
coastal shippers may soon have to use rail 
instead of water transportation were voiced 
at the annual round table on transportation 
and defense which was held in Washington, 
D. C., on April 30 as a part of the four- 
day 29th annual meeting of the Chamber 
of Commerce of the United States. 

C. C. Wardlow, chairman of the trans- 
portation advisory group of the War De- 
partment, who appeared in the place of 
Colonel Theodore H. Dillon, chief of the 
transportation division of the War Depart- 
ment, urged the Chamber to not be overly 
optimistic in-its confidence that the coun- 
try’s transportation systems could easily 
handle the traffic which will be offered 
when the current defense program reaches 
its zenith. He urged the greatest coordina- 
tion of all land transport and assured the 
members of the Chamber that the War De- 
partment is doing everything possible to 
expedite the handling of its own freight. 

Admiral Emory S. Land, chairman of 
the United States Maritime Commission, 
warned shippers that they would probably 
have to give up their coastal and inter- 
coastal water transportation and utilize rails 
so that the ships involved could be used 
more expeditiously in other fields. He said 
that the commission hopes that everyone 
will bear his share of the burden and will 
hot complain too loudly so that the commis- 
sion wil! have no alternative but to requisi- 
tion the ships. 

In the round table that followed the ad- 
dresses of Admiral Land and Mr. Wardlow. 
General Lytle Brown of Nashville asked 
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Mr. Wardlow whether or not the War De- 
partment was studying the question of dis- 
criminatory freight rates in the southern 
territory. Mr. Wardlow said that the War 
Department was looking into that subject 
and had a large force working on it. 

The conference adjourned without pro- 
posing or adopting any resolutions. 


G. N. Tells Owners Its Story in 
Graphs and Pictures 


The 52nd annual stockholders’ report of 
the Great Northern is a distinctly novel 
document. Graphic reports for employees 
are becoming more general all the time— 
but this statement works on the assump- 
tion that even security-owners might be 
aided in their comprehension of company 
affairs by somewhat more vivid treatment. 
For one thing, the report is enlarged to 
9 in. by 12 in., has a full-page photograph 
on its cover and has very much the ap- 
pearance of a first-class periodical. 

Beyond these physical changes, tables 
and statistics have been re-cast for sim- 
plicity’s sake. While the complete, ortho- 
dox accounts are included, shorter and 
more readable statements of financial posi- 
tion are given prominent position, carrying 
headings like “What the Great Northern 
Railway Company Owns” and “What 
Great Northern Railway Company Owes.” 
Even in the usual “Investments in Securi- 
ties” table, such a term as “book value” 
is specifically explained—for stockholders’ 
benefit—as “cost to Great Northern Rail- 
way Company.” 

Supplementing text and_ tabulations, 
there appear attention-catching diagrams 
and charts superimposed upon relevant 
large-size photographs. Thus, for example, 
revenue freight traffic index numbers and 
graph are printed over a typical waybill 
for lumber shipments, while the revenue 
passenger traffic chart is imposed on a 
scene showing passengers boarding the 
“Empire Builder.” 

“Humanization” of the stockholders’ an- 
nual report seems to have had its incep- 
tion several years ago when the Union 
Pacific issued a report in new format with 
photographs of new equipment placed in 
service. Also for four years, the Illinois 
Central has issued an annual report for 
employees utilizing the graphic technique; 
and the New Haven, Santa Fe and other 
roads have recently availed themselves of 
this method of informing employees. The 
Great Northern job is a logical develop- 
ment of these innovations ; and was greeted 
with great enthusiasm by the Wall Street 
Journal which, having access to all cor- 
poration reports, presumably knows what 
it is talking about when it singles out a 
particular one for special praise. 


Moving the I. Cc. C. 


More talk about the idea of relieving 
Washington congestion by moving the In- 
terstate Commerce Commission, Railroad 
Retirement Board and other government 
agencies to other cities came in the House 
of Representatives on April 28 in the course 
of debate on a subsequently-defeated bill 
to authorize black-outs in the District of 
Columbia. Representative Dirksen, Repub- 
lican of Illinois, called attention to a pend- 
ing resolution which he introduced to set 
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up a committee to study the possibilities of 
decentralization. 

Gossip columns in Washington news- 
papers have in recent weeks reported from 
time to time rumors of plans to move the 
I. C. C. The latest angle to the rumor 
was that support for the idea of moving 
the commission to Chicago would come in 
National Resources Planning Board find- 
ings that Chicago is the hub of railroad 
trafic. At the National Resources Plan- 
ning Board, however, it was stated that 
nothing was there known about any plan 
to move the commission. Further inquiry 
disclosed no basis for the reports other than 
general knowledge of the problem of find- 
ing space in Washington for expanding 
government activities. That situation has 
on occasion stimulated informal discussion 
of the idea of decentralization. 

In his aforementioned April 28 remarks 
in the House, Representative Dirksen had 
this to say: “There is no one here who will 
contend that many of the functions of the 
Railroad Retirement Board, .... the Inter- 
state Commerce Commission, the Civil 
Aeronautics Authority .... could not just 
as well discharged in large part in other 
sections of the country as they can in 
Washington. They are nondefense func- 
tions. Is there any reason why these great, 
overloaded agencies could not have a skele- 
ton staff here and send some of their force 
to Chicago, to Boston, to Baltimore, to 
San Francisco, to Cleveland, to Peoria, or 
any other place where space is available and 
where those functions can be discharged as 
well as they can in Washington?” 

Mr. Dirksen saw in his idea not only an 
opportunity to relieve congestion in Wash- 
ington, but also a chance to save much 
money which the federal government now 
spends for expenses of its employees travel- 
ing on business. 


Pennsylvania's “Jeffersonian” Goes 
Into Service 


Without fanfare, the eastbound “Jeffer- 
sonian,” Train No. 64 of the Pennsylvania, 
left Union station, St. Louis, Mo., at 12:30 
p. m. on April 27 for its initial 1051-mi. run 
to New York. Later in the afternoon, at 
5:55 p. m., its westbound counterpart left 
Pennsylvania station, New York. The first 
high-speed, “luxury,” all-coach train to be 
operated between New York and St. Louis, 
the “Jeffersonian” offers coach passengers 
a 20-hr., 15 min., running time, substan- 
tially duplicating the fastest schedules for 
Pullman services now in effect. 

On April 25 the Tuscan red equipment 
was inspected by a group of financial and 
travel writers from newspapers and mag- 
azines who attended a “press preview 
luncheon” held in the dining car at Penn- 
sylvania station, New York. Guests of 
honor at the inspection included S. G. 
Gibboney, president of the Thomas Jeffer- 
son Memorial Foundation, who was wel- 
comed by George LeBoutillier, vice-presi- 
dent of the New York zone of the road, and 
members of his staff. 

Coaches on the “Jeffersonian” will ac- 
commodate 56 passengers in reclining seats 
all of which will be reserved. Dressing 
rooms for men and women contain three 
washstands each, a sofa and an abundance 
of mirrors—one being full length. Rooms 
for the “distaff side” include also mir- 
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rored vanity tables with chairs. Observa- 
tion-lounge-buffet cars will accommodate 
31 passengers in arm chairs and 16 at 
tables in the buffet section. A complete 
range of refreshments, snacks and light 
meals are available in the latter, service of 
which is made as late as passengers desire. 

Decorative scheme and interior design 
and appointments were produced by Ray- 
mond Loewy, consultant of the Pennsyl- 
vania. The general color scheme is yellow, 
grey, blue, blue-green, pine-green, mul- 
berry, and opalescent shades. Car exteriors 
are in Tuscan red, with streamlined con- 
tours set off by gold striping and lettering. 
Rubber draft gears and tight-lock couplers 
have been installed on all cars used in the 
service. 


Mediation Board Dismisses Protest 
Against Referee Richards 


The National Mediation Board has dis- 
missed the protest filed by carrier members 
of the First and Third divisions of the 
National Railroad Adjustment Board 
against the designation of Paul W. Rich- 
ards as referee to sit with the latter Board 
on deadlocked cases. Counsel in the pro- 
ceeding were advised of the Mediation 
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Board’s action in an April 26 letter from 
Mediation Board Secretary Robert F. Cole. 

“The Board as of this d*te, April 26, 
1941,” Mr. Cole wrote, “decided to sustain 
the demurrer filed by Judge Paul W. Rich- 
ards and grant the motion for dismissal 
made by Counsel Frank L. Mulholland on 
behalf of labor members of Division I and 
Division III, National Railroad Adjust- 
ment Board. The Board’s opinion sustain- 
ing the demurrer and dismissing the com- 
plaint will be filed later. 

“Under these circumstances Division III 
is free to contact Judge Richards to ar- 
range date to consider making awards” in 
the 21 deadlocked cases to which he had 
been assigned when the protest was filed. 
As noted in the Railway Age of April 26, 
page 729, where oral arguments in the pro- 
ceeding were reviewed, the protesting 
carrier members alleged that Judge Rich- 
ards, a former justice of the Supreme 
Court of Iowa, “is not a neutral person 
and therefore disqualified to serve as 
referee.” Generally they asked the Media- 
tion Board to find evidence of designee’s 
alleged lack of neutrality in his perform- 
ance on previous cases wherein he had 
served as referee. 

The Richards demurrer which the Media- 
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tion Board has sustained was a reply which 
followed somewhat the general outlines of 
Counsel Mulholland’s,argument, contend- 
ing among other things that the specifica- 
tions filed by protestants did not comprise 
a basis for disqualification under the per- 
tinent provisions of the Railway Labor Act 
or court-procedure precedents bearing on 
the matter. 


C. A. B. Freezes Air Routes 


All new air route certificates issued here- 
after during the present national emergency 
will be covered by a condition that such 
certificates will become effective for op- 
erations when the Civil Aeronautics Board 
is advised by the War and Navy Depart- 
ments that their national defense require- 
ments for aviation material and personnel 
no longer necessitate deferment of the in- 
auguration of the service authorized by the 
certificate. This policy became effective 
after consultation with the War and Navy 
Departments, says an announcement from 
C. A. B. 

The present emergency in national de- 
fense production, continues the announce- 
ment, has extended the category of cases 
involving questions of national defense to 





Snowstorm blankets the suburbs. Im- 

possible driving weather. Highways un- 
safe. B and M enjoys 50 % more patronage, 
mostly on morning trains. It’s cold, so pas- 
sengers stay in station, take longer—much 
longer—to get on trains. This situation re- 
peated station after station. Seconds of 
delay become minutes! Sure, everybody 
gets to town safe and dry—but many trains 
are late. 


"That's a he-l of a way to run a Railroad” 


Ordinary snow storm turns to sleet and 

rain. Icy rails, poor traction. Fast night 
freights carrying the City’s food supply— 
beef, potatoes, other perishables—are de- 
layed. Choice between a few minutes’ delay 
for early commuter train or several hours’ 
delay for perishables. Food supply wins. 
A few commuters delayed a few minutes. 


“That's a he-l of a way to run a Railroad” 









“That’s a H--! of a Way to Run 





Bad storm in Mid-West coming East. Fast 

freight from Mid-West comes through 
hundreds of miles of low visibility. Train- 
load of vital accessory parts for Boston 
branch factory hours late; its arrival con- 
flicts with commuter trains. If not received, 
assembly line can’t start in local factory. 
Then no work and no pay that day for hun- 
dreds of families. Families and workers win. 
Freight train crosses track while suburban 
train waits two minutes at Prison Point 
Bridge. 


“That's a he-l of a way to run a Railroad” 
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BUT the railroad always runs 
BOSTON and MAINE 


A Railroad!” 


with APOLOGIES FOR OUR FRANKNESS 


Grippe and colds affect Railroad men 

same as any other people. Sickness leaves 
all departments undermanned. Switches 
freeze; get full of snow—make up in yards 
is delayed. But management says, “‘Be safe 
—do things right.” Trains are delayed a few 
minutes backing into station. Passengers 
stand on one foot and then on the other— 
but the handicap of illness and hard weather 
causes no accidents. 


"That's a he-l of a way to run a Railroad” 


BUT TODAY it’s a nice, clear winter 

day. Normal trains are running out of 
town—there to wait until morning to bring 
you back to town again. Suddenly, a storm 
breaks. Will there be an extra rush? Will 
the roads be plowed in time to allow the 
motorists to drive to town? Nobody knows. 
The train that’s out there has cars enough 
to take care of all regular riders. The rush 
comes—roads are blocked. So—once more 
at some stations—it’s standing room only 
on the B and M. 


"That's a heel of a way to run a Railroad" 








The Boston & Maine Received a Flood of Favorable Comments on This Ad Which It Placed Recently in Newspapers Located Along Its 
Lines. The Message Meets A Long-felt Need To Prove To People That Use the Railroads Only in Emergencies That Bad Weather Exists 
for the Rail Carriers As Well As for Motor Traffic and Planes. The Point Is That Railroads Don’t Avoid Their Weather Troubles; They 
Just Surmount Them Better 
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embrace all applications requiring additional 
aircraft material or ‘erscnnel. This con- 
dition, it is stated, h: - for some time past 
been receiving careful study by the board 
in close collaboration with the War and 
Navy Departments. 

The announcement goes on to point out 
that the restriction of the certificates is 
made necessary by the defense needs which 
require a limitation of the number of planes 
available for new transport services. The 
restriction which is to apply to new route 
certificates or amendments to existing cer- 
tificates providing for extensions of service 
will not apply in cases which involve only 
an additional intermediate point on a route 
and do not, therefore, require additional 
flight equipment, it is stated. 

It is further noted that under the Civil 
Aeronautics Act of 1938 the C. A. B. is re- 
quired to give due consideration to the de- 
velopment of an air transportation system 
properly adapted to the present and future 
needs of national defense. Accordingly, 
the board, in passing upon applications of 
public convenience and necessity for new 
routes, has pursued the policy of obtaining 
the judgment of the War and Navy Depart- 
ments on the national defense questions in- 
volved, it is stated. 

“There are pending before the board 
more than 100 applications for new route 
certificates,” the announcement concludes. 
“It is the policy of the board to have hear- 
ings on these applications in the order in 
which the applications were filed. The 
board will continue to hold these hearings 
as rapidly as possible.” 

Meanwhile, President Roosevelt. an- 
nounced at his press conference on April 
29 that he had requested Secretary of Com- 
merce Jesse Jones to ascertain how many, 
it any, transport planes might be purchased 
from the air lines for transfer to “those 
countries fighting to uphold democracy.” 


U. S. Supreme Court Orders 


Several cases affecting the railroad in- 
dustry were disposed of by the United 
States Supreme Court at its session on 
April 28. In the case of Hudson & Man- 
hattan Railroad Company versus the 
United States of America, Interstate Com- 
merce Commission, and the City of Jersey 
City, the Court, in a per curiam decision, 
afirmed a decision of the United States 
District Court for the Northern District 
of New Jersey which had, in turn, upheld 
an order of the Interstate Commerce Com- 
mission requiring the railroad to cancel its 
local passenger tariff of 10 cents and al- 
lowing an 8-cent fare as the maximum 
charge. 

“The effect of an increased rate of 10 
cents as compared with one of 8 cents, with 
respect to resulting revenues,” concludes 
the Court, “was necessarily one of judg- 
ment upon evidence and the commission had 
evidence before it with respect to traffic 
conditions in the area in question and the 
extent of probable diversion of traffic if the 
fare were increased to 10 cents. We con- 
clude that in this relation there was evi- 
dence to support the commission’s findings 
and its findings supported its order.” 

In the case of Arkansas Corporation 
Commission versus Thompson a unanimous 
Court reversed a decision of the United 
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States Circuit Court of Appeals for the 
8th Circuit which had approved the action 
of a federal bankruptcy court in suspend- 
ing the payment of taxes levied against the 
Missouri Pacific in 51 counties in Arkan- 
sas. The railroad had protested the val- 
uation placed on its property, contending 
that the figure set by the State Corpora- 
tion Commission should be reduced. Mr. 
Justice Black, speaking for the entire 
Court, took the position that the carrier 
had failed to take advantage of the state 
procedure for a redetermination of tax 
values. 

In another case the Court denied the 
Lehigh Valley; the Delaware, Lackawanna 
& Western; the Erie; the New Jersey & 
New York, the New York Central and the 
New York & Long Branch (C. N. J.- 
P. R. R.) a review of a circuit court of 
appeals decision upholding assessments 
made by the New Jersey Tax Commis- 
sioner. The circuit court reversed a dis- 
trict court decision which had granted the 
railroads injunctions with respect to 30 
per cent of the taxes levied. The dis- 
trict court had held that the assessment 
valuation placed on the properties were 
arbitrarily made in disregard of earnings 
and so excessive as to violate the Four- 
teenth Amendment. 

The Court also granted a rehearing in 
two other railroad cases which have been 
recently decided by a divided court. They 
are the case holding that certain coal min- 
ing activities of the Seaboard Air Line are 
exempt from the price-fixing provisions of 
the National Bituminous Coal Act (see 
Railway Age of April 5, page 619) and a 
suit involving the application of a New 
York law providing that upon the merger 
of two or more railroads, the consolidated 
company must assume the financial obliga- 
tions of the old companies (see Railway 
Age of April 12, page 666). These cases 
have been reopened and reassigned for 
argument on October 13 in the next term, 
when it is anticipated that the vacancy 
on the bench will have been filled. 

In the case of People of California ver- 
sus Thompson the Court held that the 
State of California can regulate persons 
who arrange for the transportation of 
passengers by private motor vehicle, 
despite the fact that Congress has not de- 
cided to regulate this particular activity. 


A. A. R. Looking Into 1942 Car 
Requirements 


Looking ahead to 1942 when they expect 
a considerable increase in traffic over the 
current year, directors of the Association 
of American Railroads, meeting in Wash- 
ington, D. C., April 25, directed the A. A. 
R. Car Service Division to make a new 
survey of future equipment needs. The 
survey, like the one made by the Car Serv- 
ice Division last year, will estimate total 
requirements and then break that figure 
down by types and by roads which should 
make the purchases. Most of the equip- 
ment discussions at the meeting, it was 
said, were about 1942 requirements. With 
respect to the current year, the executives 
still feel that there will be no actual car 
shortage, although there will be “tight sit- 
uations” during weeks of peak loadings. 

It was emphasized in the latter connec- 
tion that in the opinion of railroad execu- 
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tives the equipment situation is as it should 
be when peak loadings bring full utilization 


but no actual shortage. Also, it was stated 
at the meeting that, with current car orders 
and those about to be placed, all of the 
country’s car-building capacity except fa- 
cilities for the construction of between four 
and five thousand cars will have been 
reserved until October 1. Included in such 
reservations were the orders placed or 
about to be placed for between 8,000 and 
9,000 cars announced by executives attend- 
ing the meeting. 

Ralph Budd, head of the Transportation 
Division, Office for Emergency Manage- 
ment, appeared at the meeting. It was said 
that Mr. Budd no longer adheres to esti- 
mates he gave at the February and March 
meetings to the effect that 1941 traffic 
would be only about 9.5 per cent above 
that of 1940. Mr. Budd now thinks the 
rise will be greater, but he was repre- 
sented as remaining undisturbed about the 
ability of the railroads to handle the busi- 
ness offered. 

In revealing that the Car Service Divi- 
sion had been assigned to make a new 
equipment survey, A. A. R. officers stated 
that equipment orders placed since last 
year’s similar survey was completed indi- 
cate that the carriers as a whole have done 
about what the survey recommended. It 
was explained that this does not mean that 
each road did what was recommended; but 
some, doing more than was called for on 
their part, offset the failures of others to 
respond fully. In the discussion of the 
equipment situation there was some talk of 
seeking priorities for carbon steel needed 
for the construction of cars. 


Low Rates to the 
South Get Kayoed 


(Continued from page 765) 


the rate structure and would greatly de- 
crease aggregate earnings.” 

The proposed all-commodity, averaging 
about 50 per cent of first class, rates would 
have applied all-rail from New York, Phil- 
adelphia, Pa., and Baltimore, Md., to Chat- 
tanooga, Tenn., Atlanta, Ga., and Birming- 
ham, Ala., and from and to intermediate 
points. The any-quantity rates, at approxi- 
mately 65 per cent of first class, would have 
applied on all commodities now taking 
higher rates in any quantity from New 
York, Philadelphia, and Baltimore to 
Chattanooga, Atlanta, and Birmingham, 
and to approximately 180 other named 
destinations and to intermediate points in 
Southern territory over water and rail 
routes, and on all commodities in any 
quantity over all-rail routes from Norfolk, 
Va., and Newport News to the same des- 
tinations. 

The Seaboard Air Line was a party to 
both rates, but other carriers parties to 
the all-commodity rates were protestants 
to the any-quantity rates and proponents 
of the any-quantity rates were protesting 
the all-commodity rates. Counsel for the 
Southern roads proposing the all-commod- 
ity rates was quoted by the commission 
as having said that it “would be a tremen- 
dous price to pay” if his clients had to 
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take the any-quantity rates also. The con- 
troversy arose when the Southern and Sea- 
board originated the all-commodity rate 
proposal. The statement on the tariff’s 
title page to the effect that the rates were 
published “to meet motor carrier and water 
competition” was said by the commission 
to be “not in accord with the facts or the 
testimony.” As indicated above the “pri- 
mary object” of the Southern respondents 
was to handle a New York-Atlanta for- 
warder movement; while the Baltimore & 
Ohio (the most active Official territory 
line in support of the tariffs) was inter- 
ested in New York-Atlanta traffic of Sears, 
Roebuck & Company. 

The forwarder traffic which the Southern 
roads were after was that of the Universal 
Carloading & Distributing Company, mov- 
ing by motor vehicles operated by Ackers 
Motor Lines, Inc. Ackers, a common 
carrier, was said to be handling the Uni- 
versal business at a rate of $180 per truck- 
load of 18,000 Ib. or 100 cents per 100 Ib. 
This is less than Ackers’ published rate, 
but it is published in a Universal tariff as 
a division of a joint rate accruing to the 
trucker. In the latter connection the com- 
mission points out that such joint-rate ar- 
rangements between forwarders and motor 
carriers have been condemned in outstand- 
ing orders which have been postponed from 
time to time and are now scheduled to be- 
come effective July 1. “Except for the 
so-called Universal-Ackers joint rates,” the 
decision says, “the only truck rates less 
than the class rates shown to be available 
to forwarders are those under mixing 
rules.” Later on the truck charge on 
which the forwarder business is moving is 
called “the illegal so-called Ackers’ divi- 
sion”; and the commission there added 
that “when Universal is compelled to pay 
the legal rates it is admitted that there 
will be no existing competition necessitat- 
ing the establishment of all-commodity 
rates.” 

No evidence was introduced to show 
whether the any-quantity rates would be 
reasonable. Proponents of such rates 
rested “on the contention that any-quantity 
rates which average 65 per cent of first 
class are reasonable if all-commodity rates 
which average about 50 per cent of first 
class are reasonable.” Moreover, they were 
“in full accord with those proposing the 
all-commodity rates as to the disastrous 
effects the proposed any-quantity rates will 
have on the present rate structure, the rev- 
enues of the rail carriers and their own 
revenues. It is for that reason that they 
do not desire the any-quantity rates to 
become effective unless the all-commodity 
rates are found justified.” The commis- 
sion was not advised as to the cost of for- 
warder operations, but it had “little doubt 
that such spreads as 97 cents first class 
and 67 cents second class and probably 37 
cents third class to Atlanta and larger 
spreads to Chattanooga and Birmingham 
between the all-commodity rates and the 
present water-rail rates would enable for- 
warders to cut under the present water- 
rail rates and obtain the less-than-carload 
trafic now handled by the water-rail car- 
riers.” 

Previously the report had pointed out 
how railroads serving Trunk Line and 
Southern territories have recently nar- 
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rowed the spread between carload and 1. 
c. 1. rates by reducing the ratings on more 
than 3,000 items in the Southern classifica- 
tion on commodities rated third class and 
higher. In this connection the “weight of 
the evidence” was said to be that the rat- 
ings were reduced “principally to make it 
less tempting to forwarders to attempt 
operating.” 

Other discussions. in the report comprise 
the aforementioned survey of commission 
decisions bearing on the classifications mat- 
ter. “It is obvious,” it says, “that in pub- 
lishing the all-commodity rates under sus- 
pension respondents have departed radically 
from the traditional system of freight 
classification which they have heretofore 
observed on this traffic and which they 
now observe on traffic generally throughout 
the territories affected. . . . While the any- 
quantity rates involved in this proceeding 
do not go as far as the all-commodity 
rates in disregarding traditional classifica- 
tion principles, they do apply uniformly on 
several classes of commodities that have 
heretofore been differentiated. .. .” 


Commission Approves Railroads’ 
Interest in Seatrain 


The Interstate Commerce Commission in 
a report by Chairman Eastman has found 
that continuance of the stock interest of the 
Missouri Pacific and the Texas & Pacific 
in Seatrain Lines, Inc., will not prevent the 


latter from being operated in coastwise and. 


Cuban trade “in the interest of the public 
and with advantage to the convenience and 
commerce of the people, and that it will 
not exclude, prevent, or reduce competition 
on the routes by water under considera- 
tion.” 


The report comes after further hearing: 


in the No. 25546 proceeding involving M. 
P. and T & P. applications under section 5 
of the Interstate Commerce Act in the mat- 
ter of installation of common-carrier serv- 
ice by water other than through the Pan- 
ama Canal. Other findings are that the 
interest of M. P. and T. & P. in Seatrain 
is such an interest as is contemplated by 
section 5 (14) of the act; and that the 
M. P. and T. & P. may and do compete 
with Seatrain for coastwise and Cuban 
traffic. 

The prior report had held that the in- 
auguration of Seatrain services which had 
not been authorized by the commission had 
been in violation of section 5 in view of 
the M. P. and T. & P. interest in the water 
carrier. However, the existing Seatrain 
services were found to be in the public 
interest, but the commission warned that it 
would expect to receive applications for 
authority to inaugurate future services so 
long as the M. P. and T. & P. interest con- 
tinued. Modification of the latter con- 
clusion was sought in connection with Sea- 
train plans to extend its services to Texas 
City, Tex. Thus, the present report. 

The pertinent sections of the Interstate 
Commerce Act’s Panama-Canal-Act pro- 
visions were changed by the Transporta- 
tion Act of 1940 while the case was pend- 
ing. The commission concluded that under 
the law as now written there is no require- 
ment that it find in the instant proceeding 
that Seatrain’s service to and from Texas 
City is being operated in the public in- 
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terest. However, there must be a showing 
of convenience and necessity when the mat- 
ter comes up under the Interstate Com- 
merce Act’s new water-carrier provisions, 

As to the M. P. and T. & P. interest in 
Seatrain, Mr. Eastman said: “The facts 
contained in the record as a whole show 
that Seatrain is independently operated, and 
that applicants are not in a position to 
dominate its operations. There is no evi- 
dence to show that applicants’ minority 
stock ownership (amounting to less than 
16 per cent of the voting power) tends to 
have an adverse effect on the public in- 
terest, which the provisions of section 5 
(14)-(16) were designed to protect. The 
record warrants the conclusion that, if ap- 
plicants divested themselves of their in- 
terest in Seatrain, the latter’s operations 
would continue as they have been, and that 
the extent and character of the competition 
between applicants and Seatrain and be- 
tween Seatrain and competing water car- 
riers would be unchanged.” 


Southern to Operate New Stream- 
liner Washington to Memphis 


The Southern’s newest streamliner, the 
“Tennessean,” Trains Nos. 45 and 46, offer- 
ing deluxe coach accommodations between 
Washington and Memphis, Tenn. and 
sleeping car services over a portion of the 
route will be placed in regular daily service 
on or about May 15, according to Passen- 
ger Traffic Manager F. L. Jenkins. Des- 
tined to replace the present “Memphis 
Special,” the new train will be operated 
over the Norfolk & Western between 


. Lynchburg, Va., and Bristol, Tenn. 


The “Tennessean” will consist of three 
identical sets of equipment. It was built of 
high-tensile steel with _ stainless-steel 
sheathing by the Pullman-Standard Car 
Manufacturing Company. Each train will 
be made up of four reclining-seat coaches, 
a baggage-dormitory-coach, 48-seat diner 
and a lounge-tavern-observation car, all 
of which accommodations are for the use 
of coach passengers. In addition sleeping 
car service in standard Pullmans will be 
available between Memphis and Bristol, 
between Memphis and Chattanooga, Tenn., 
and between Nashville, Tenn., and Bristol. 
The “Tennessean” will be decorated in 
blue, beige and green in light, medium and 
dark tones. Blue is featured in two of the 
chair cars and the baggage-dormitory chair 
car. The other two coaches will employ 
the beige scheme while green predominates 
in the diner and lounge-tavern-observation 
unit. Photo-murals depicting scenes from 
the territory served will be placed on par- 
tition walls of the coaches. 

Between Washington and Bristol the new 
train will be powered by streamlined 
steam locomotives and between Bristol and 
Memphis by a 4,000 hp. green-and-silver 
Diesel-electric locomotive built by the 
Electro-Motive Corporation. Hostesses on 
the new “Tennessean” will be “attractive 
Tennessee girls” uniformed in flashy blue- 
green gabardine. The “Tennessean” will 
depart from Washington at 9 a. m. daily, 
arriving in Memphis at 7:10 a. m. North- 
bound it will leave Memphis at 8 p. m., ar- 
riving in Washington at 7:50 p. m. 

Beginning May 6, one of the new trains 
will make a pre-service exhibition run from 
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Memphis to Washington with stops for 
public inspection at intermediate points 
along the line. Appropriate christening 
ceremonies at Memphis on May 5 will 
mark the opening of the exhibition tour, 
with officials of the roads, representatives 
of the builders, leaders of civic groups and 
others participating. 


Aitchison Defends Commission 
Procedure 


The views-of the Interstate Commerce 
Commission on S. 674, S. 675, and S. 918, 
three bills introduced at this session of 
Congress to carry into effect the recom- 
mendations of the Attorney General’s Com- 
mittee on Administrative Procedure, a re- 
view of which appeared in the Railway 
Age of February 1, page 254, were pre- 
sented to a subcommittee of the Senate 
judiciary committee on April 29 by Com- 
missioner Clyde B. Aitchison. Prefacing 
his statement by saying that it had not been 
submitted to the Bureau of the Budget 
“and we do not know if the views to be 
indicated are in conformity with the policy 
of the Executive,” Mr. Aitchison told the 
subcommittee that “. . . these bills as they 
stand, do not afford a solution, so far as 
they relate to the problems with which 
the Interstate Commerce Commission has 
a working familiarity.” 

The commissioner began his 89-page de- 
tailed analysis of the three measures, two 
of which, S. 675 and S. 674, respectively, 
represent the views of the majority and 
minority of the Attorney General’s commit- 
tee, by stating his conclusions. “By and 
large,” he declared, “if one of the three 
bills is to be enacted, or is to be taken as 
a model or starting point for amendment, 
the majority bill, S. 675, seems the best 
adapted to the situations found in the com- 
mission’s procedure. It should be amended 
to meet situations which are common in 
the commission’s work, and it may well be 
they exist in other agencies which operate 
under similar laws.” 

It should be pointed out by way of ex- 
planation that the Logan-Walter bill of last 
year which was vetoed by the President, 
generally excepted the commission from its 
provisions, while S. 918, section 708 (c) 
excludes any formal proceedings by the 
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commission from “the important and novel 
provisions of the bill relating to the ap- 
pointment of hearing officers.” However, 
under both the majority and minority bills, 
many of their provisions altering adminis- 
trative procedure, including the appoint- 
ment of hearing commissioners who would, 
in some measure, take the place of exam- 
iners but hold greater power, would di- 
rectly affect the commission. Hence the 
concern of the commission and the presen- 
tation of Commissioner Aitchison before 
the judiciary subcommittee. 

“The commission could operate under 
S. 675, if suitably amended as will be in- 
dicated, but it could not operate as ef- 
fectively as at present,” declared Commis- 
sioner Aitchison, “and it makes no claim 
that it has been able to measure up to its 
ideals. The disabilities, uncorrected, would 
outweigh the good features of the bill. S. 
674 contains many good features, but could 
not be amended so as to be workable 
without being completely rewritten. S. 918 
is quite impossible of application. The best 
thing about it is the provision which ex- 
cepts the Interstate Commerce Commis- 
sion from the applicability of one of its 
worst features. 

“While the commission could operate 
under S. 675, the considerations which 
have previously led to the exclusion of 
the commission from such bills, are still 
valid and operative. In the final report of 
the Attorney General’s committee on ad- 
ministrative procedure we find no serious 
criticism of the practice of the commission 
is made by either the majority or minority.” 

Commissioner Aitchison lists the follow- 
ing general reasons why the commission 
had been excluded generally from the 
Walter-Logan bill: 

1. The functions of the commission are 
sO numerous and varied that they require 
widely different forms of administrative 
procedure, each suited to the nature of the 
individual function performed. 

2. The procedural methods employed 
have evolved from the cooperative efforts 
of the Congress, the judiciary, the com- 
mission, and its practitioners, over a period 
of more than 50 years. Many of the pro- 
cedural processes which have received wide 
commendation and are even proposed to be 
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made mandatory and of general applica- 
tion, are the direct result of the experi- 
mentation of the commission. 

3. The process of formulation and re- 
vision of procedural methods, both statu- 
tory and as adopted by the commission, 
has resulted in generally sound and con- 
venient procedural methods, which are 
severally well adapted to meet the require- 
ments of the Constitution and the widely 
varying statutes administered by the com- 
mission. 

4. The procedural methods employed are 
well understood by those who appear be- 
fore the commission as parties or as repre- 
sentatives, and meet such general accep- 
tance as satisfactory that not only is there 
no wide or general demand for change, 
but there is a consensus that any radical 
change in procedure methods would not be 
in the public interest. 

5. The underlying reasons for making 
the radical procedural changes contem- 
plated by these three bills are not found 
to exist in the procedures of the Interstate 
Commerce Commission. 

Neither S. 674 nor S. 675 propose to 
limit the right of appearance to persons 
who are members of the bar of a court. 
The commission regards this as sound. It 
also regrets that no method has been put 
into operation whereby the results of the 
investigations of one federal agency as to 
the character of an applicant can be made 
known to and be utilized by another, or 
whereby one thorough examination of an 
applicant for admission can be made by a 
single agency which can be used and re- 
lied upon by the various federal agencies 
as showing the moral and general intel- 
lectual qual'fications of an applicant, or for 
the avoidance of the expense and waste 
growing out of the duplication of applica- 
tions to every agency before which a per- 
son may desire to practice. 

During the year ended October 15, 1940, 
according to commissioner Aitchison, 1,043 
applicants were admitted to practice be- 
fore the commission, and of this number, 
but 43 were non-lawyers. Of the 12,569 
persons registered from September 1, 1929, 
to October 15, 1940, 8,476 were members 
of the bar, and 4,093 were non-lawyers 
found to be qualified. “Because the pro- 
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portion of non-lawyers was much heavier 
in the beginning than in later years,” con- 
tinues the commissioner, “deaths and re- 
tirements have brought the non-lawyer 
practitioners down in relation to the whole 
number. They probably number less than 
30 per cent of the whole bar of practition- 
ers, at the present time.” 

As regards the hearing commissioners 
provided for in both the majority and 
minority bills, the commission feels that 
the adoption of either bill would “seriously 
affect” its work. “Before being forced to 
choose between being shot or hanged,” said 
Mr. Aitchison, “the commission would be 
heard to say that at least in their existing 
form, neither of these proposals should be 
applied to it.” Moreover, the commission 
feels that there is no demand on the part 
of those who appear before it for such a 
“radical” change. It is also believed that 
the hearing commissioner plan would 
show itself to be deficient when it came 
to holding many hearings all over the 
country during a large-scale general rate 
investigation. The commission would also 
like to know what it would do with some 
200 examiners which it now has on its 
staff. Some of them could be nominated 
as hearing commissioners, but the commis- 
sion’s budget would have to be greatly 
increased to take care of all of them. 
“To drop examiners,” declared Commis- 
sioner Aitchison, “who are not appointed 
as hearing commissioners, many of whom 
have long given good service, is an un- 
ethical breach of faith on the part of the 
government, because certainty of tenure 
‘during good behavior and possibility of 
promotion under the civil service laws 
were elements which weighed strongly 
with these men when they determined to 
enter the service and accepted the terms 
of employment the government offered.” 

Lastly, the commission feels that it can- 
not recommend the enactment of a pro- 
vision of law having the effect of making 
it mandatory for the commission to make 
declaratory rulings in anticipation of the 
actual trial of a case. The majority bill 
would make declaratory rulings discretion- 
ary, while under the minority bill they 
would be mandatory. If the commission 
has to have either bill, it favors the ma- 
jority proposal of discretionary rulings. 


New Schedules on 
‘‘Summer Time’”’ 
(Continued from page 766) 


“Silver Meteor” this summer will consist of 
a total of 13 cars as compared with seven 
coaches last summer and 14 coaches dur- 
ing the past winter. The running time 
between New York and Miami has been 
cut by one-half hour to 24 hr., 30 min., 
New York to Miami and 23 hr. 45 min., 
New York to St. Petersburg. The sum- 
mer “Silver Meteor” is powered by two 
Diesel-electric units of 2,000 hp. each be- 
tween Washington, D. C., and Wildwood, 
Fla., (junction of the east and west coast 
runs); by one 2,000 hp. unit between 
Wildwood and Miami, handling six light- 
weight coaches and one sleeping car; and 
by a sheathed steam locomotive between 
Wildwood and St. Petersburg, handling 
five coaches and two sleeping cars. For 
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the summer season Diesel electric locomo- 
tives which hauled the “Orange Blossom 
Special” during the winter season will be 
assigned to the all-year-round “Southern 
States Special” between Washington and 
Miami; the train’s running time will be 
shortened one hour, 55 min., from New 
York to Miami; 50 min. New York to 
St. Petersburg; 3 hr., 25 min., Miami to 
New York, and 2 hr., 55 min., St. Peters- 
burg to New York. Diesel-electric loco- 
motives will also power the “Cotton States 
Special” from Atlanta, Ga., to Richmond, 
Va., and the “Robert E. Lee” from Rich- 
mond to Atlanta. 

Effective May 2 the Atlantic Coast Line 
withdrew its present all-coach “Champion” 
between New York and Miami, Fla., and 
substituted two new fast trains serving 
both coasts of Florida, on the fastest sum- 
mer schedule in the history of the road. 
One, named the “Tamiami Champion (East 
Coast)” operates daily between New York 
and Miami in connection with the Florida 
East Coast south of Jacksonville, Fila. 
Powered by Diesel-electric locomotives be- 
tween Washington, D. C., and Miami, the 
train consists of a portion of the coach, 
tavern-lounge and dining car equipment of 
the winter “Champion,” and offers similar 
services to coach passengers including re- 
served seats and maid and coach attend- 
ants. In addition modern standard Pull- 
man sleeping cars have been added. Its 
twin “Tamiami Champion (West Coast)” 
operates daily between New York and 
Tampa (via Orlando) carrying also a 
through deluxe coach to St. Petersburg 
(via Gainesville, Oscala and Leesburg) and 
is operated by Diesel-electric locomotives 
south of Washington. Equipment consists 
of cars operated on the “Champion” and 
coach passengers are afforded similar serv- 
ices. Modern standard Pullman sleeping 
cars have been added to operate between 
New York and Tampa and St. Petersburg. 


Meetings and Conventions 


The following list gives names of secretaries, 
dates of next or regular meetings and places of 
meetings : 

ALLIED Rattway Svuppty AsSOcIATION.—J. F. 
Gettrust, P. O. Box 5522, Chicago, Ill. 
AMERICAN ASSOCIATION OF FREIGHT TRAFFIC OF- 

FICERS.—W. R. Curtis, F. T. R. M. & O. 
R. R., 327 S. La Salle St., Chicago, Ill. 
AMERICAN ASSOCIATION OF GENERAL BAGGAGE 
AcENTsS—E. P. Soebbing, 1431 Railway Ex- 
change Bldg., St. Louis, Mo. Annual meet- 
ing, October 7-9, 1941, San Francisco, Cal. 
AMERICAN ASSOCIATION OF PASSENGER TRAFFIC 
OrrFicers.—B. D. Branch, C. R. R. of N. J., 
143 Liberty St., New York, N. Y. 
AMERICAN ASSOCIATION OF RAILROAD SUPERIN- 
TENDENTS. — F. O. hiteman, Room 332, 
Dearborn Station, Chicago, Ill. Annual meet- 
ing, June 3-5, 1941, Hotel Stevens, Chicago, 


AMERICAN ASSOCIATION OF RatLwAy ADVERTIS- 
ING AGENTS.—E. A. Abbott, Poole Bros., 
Inc., 85 W. Harrison St., Chicago, Ill. An- 
nual meeting, January 16-17, 1942, St. 
Louis, Mo. 

AMERICAN ASSOCIATION OF SUPERINTENDENTS OF 
Dininc Cars.—F. R. Borger, C. I. & L. 
Ry., 836 S. Federal St., Chicago, IIl. 

AMERICAN RAILWAY BRIDGE AND BUILDING Asso- 
CIATION.—F, hiteman, Room 332, Dear- 
born Station, Chicago, Ill. Annual meeting, 
ew 14-16, 1941, Hotel Stevens, Chicago, 


AMERICAN Rarttway Car INstTITuTE.—W. C. Tab- 
bert, 19 Rector St., New York, N. Y. 

AMERICAN RAILWAY DEVELOPMENT ASSOCIATION. 
—G. E. Smith, New York Central R. R., 
La Salle Street Station, Chicago, II. 

AMERICAN RAILWAY ENGINERRING ASSOCIATION.— 
Works in cooperation with the Association of 
American Railroads, Engineering Division.— 
W. S. Lacher, 59 E. Van Buren St., Chi- 
cago, Ill. 

AMERICAN. RAILWAY MAGAzINE EpitTors’ Assoctia- 
TI10oN.—M. W. Jones, Baltimore & Ohio R. R., 
1105 B. & O. R. R. Bldg., Baltimore, Md. 
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AMERICAN SuHortT LINE RAILROAD AsSOCIATION.— 


Huntt, Tower Bldg., Washington, D. (. 
AMERICAN SoOcrETY OF MECHANICAL ENGINEERs. 
ae eee Davis, 29 W. 39th St., New York. 


Railroad Division, C. L. Combes, Railway 
Age, 30 Church St., New York, N. Y 


AMERICAN TRANSIT ASSOCIATION.—Guy C, Heck. 


er, 292 Madison Ave., New York, N. Y. 
AMERICAN Woop PRESERVERS’ ASSOCIATION.—H. 
L. Dawson, 1427 Eye St. N. W 


1942, Nicollet Hotel, Minneapolis, Minn. 
ASSOCIATION OF AMERICAN RAILRoAps.—H. J]. 
Seal Transportation Bldg., Washington, 


Operations and Maintenance Department. 
—Charles H. Buford, * Vice-President, 
Transportation Bldg., Washington, D. C. 


Operating-Transportation Division. — L., 
Knott, 59 E. Van Buren St., Chi- 
cago, Ill. 


Operating Section.—J. C. Caviston, 30 
Vesey St., New York, N. Y. 
Transportation Section—L. R. Knott, 
59 E. Van Buren _St., Chicago, Ill. 
Fire Protection and Insurance Section. 
—W. F. Steffens, New York Cen- 
tral, Room 3317, 230 Park Avenue. 
New York, N. Y. Annual meeting, 
October 14-15, 1941, Chicago, III. 
Freight Station Section.—L. R. Knott, 
E. Van Buren_St., Chicago, Ill. 
Annual meeting, June 17-19, 1941, 
Statler Hotel, St. Louis, Mo. 
Medical and Surgical Section.—J. C. 
Caviston, 30 Vesey St., New York, 
N. Y. Annual meeting, June 2-3, 
1941, Hotel Cleveland, Cleveland, 0. 
Protective os C. Caviston, 30 
Vesey St., New York, N. Y. An- 
nual meeting, June 24-26, 1941, 
Shirley-Savoy Hotel, Denver, Colo. 
Safety Section.—J. C. Caviston, 30 
Vesey St., New York, N. Y. 
Telegraph and Telephone Section.— 
W. A. Fairbanks, 30 Vesey St., New 
York, N. Y. Annual meeting Sep- 
tember 23-25, 1941, Gibson Hotel, 
Cincinnati, Ohio. 

Engineering Division.—W. S. Lacher, 59 
E. Van Buren St., Chicago, II. 
Construction and Maintenance Section. 

—W. S. Lacher, 59 E. Van Buren 
St., Chicago, Ill 

Electrical Section.—W. S. Lacher, 59 
_E. Van Buren St., Chicago, IIl. 

Signal Section.—R. H. C. Balliet, 30 
Vesey St., New York, N. Y. An- 
nual meeting, September 30-October 
2, 1941, Broadmoor Hotel, Colorado 
Springs, Colo. 

Mechanical Division—Arthur C. Brown- 
ing, 59 E. Van Buren St., Chicago, Ill. 
Annual meeting June 19-20, 1941, Ho- 
tel Jefferson, St. Louis, Mo. 
Electrical Section.—J. A. Andreucetti, 

59 E. Van Buren St., Chicago, III. 

Purchases and Stores Division—W. J. 
Farrell, 30 Vesey St., New York, 
N. Y. Annual meeting, July 10-11, 
1941, Palmer House, Chicago, IIl. 

Freight Claim Division.—Lewis Pilcher, 
59 E. Van Buren St., Chicago, 
Annual meeting, June 10-12, 1941, 
Cosmopolitan Hotel, Denver Colo. 

Motor Transport Division—George M. 
Campbell, Transportation Bldg., Wash- 
ington, c. ’ 

Car-Service Division.—E. W. Coughlin, 
Transportation Bldg., Washington, D. 


Finance, Accounting, Taxation and_ Valuation 
Department.—E. Bunnell, Vice-Presi- 
oe Transportation Bldg., Washington, 


Accounting Division. — E. R. Ford. 
Transportation Bldg., Washington, D. 
C. Annual meeting June 24-26, 1941, 
Cosmopolitan Hotel, Denver, Colo. 
Treasury Division.—E. R. Ford, Trans- 
portation Bldg., Washington, D. C. 
Annual meeting, September 24-26, 
1941, Broadmoor otel, Colorado 
Springs, Colo. : 
Traffic Department.—A. F. Cleveland, Vice- 
President, Transportation Bldg., Washing- 
ton, DB; C; 

AssociaTION OF Ramtway Ciarm Acents.—F. L. 
ohnson, Claim Agent, Alton R. R., 340 W. 
arrison St., Chicago, Ill. Annual meeting, 

June 11-13, 1941, Browne Palace Hotel, Den- 
ver, Colo. 

Bripce AND Buitp1nc Suppry MEeEn’s Associa- 
Tion.—R. Y. Barham, Armco Railroad Sales 
Company, 310 S. Michigan Ave., Chicago, 
Ill. Meets with American Railway Bridge 
and Building Association. 7 

CANADIAN Rartway Cxius.—C. R. Crook, 4415 
Marcil Ave., N. D. G., Montreal, Que. Reg- 
ular meetings, second Monday of each month 
except June, July and August, Windsor Ho- 
tel, Montreal, Que. 

Car DeparTMENT AssoctatTion oF St. Louis, Mo. 
—J. J. Sheehan, 1101 Missouri Pacific Bldg., 
St. Louis, Mo. Regular meetings, third 
Tuesday of each month, except June, July 
and August, Hotel De Soto, St. Louis, Mo. 

Car DEPARTMENT OFFicces’ AssocrATION.—Frank 


(News continued on page 780) 


: +» Washing- 
ton, D. C. Annual meeting January 27-29, 
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UNION PACIFIC RAILROAD COMPANY 
Forty-Fourth Annual Report— Year Ended December 31, 1940 


To THE STOCKHOLDERS OF UNION PaciFic RAILROAD COMPANY: 


The Board of Directors submits the following report for the 
year ended December 31, 1940, of the operations and affairs 
of the Union Pacific Railroad Company, including lines leased 
from Oregon Short Line Railroad Company, Oregon-Washington 
Railroad & Navigation Company, Los Angeles & Salt Lake Rail- 
road Company and The St. Joseph and Grand Island Railway 
Company. The lessor companies have certain income and charges, 
and the figures in the Income Account, other than those relating 
to transportation operations, and in the Profit and Loss Account 





and General Balance Sheet and tabulations and tables relating 
thereto are stated on a consolidated basis, excluding offsetting 
accounts between the companies except as otherwise noted. 


Income 


The operated mileage at close of year and income for the 
year 1940, compared with 1939, were as follows: 




























































































Operated Mileage at Close of Year 1940 1939 INCREASE DECREASE 
MEN ESU OMI SOG ool Nae Senter c tis rate oss we eager awed keno ces aera ey 9,892.15 i! | aes 5.80 
NteaT GERACE ICTIOn TCNIEs CEAGIE <2 S55 ois 'e Mate wre'e eon cis. ca Wowk Klaccane ae eewe 1,537.92 1,537.91 01 
PROS OR A GaaNE (ACU CNG! SIRI 3.4. 9 5o0 fois wists lae srewn Ran eee meee are wee \e's 4,300.84 4,288.85 11.99 
ae Meroe OIDECACOE 55 5255 oes Fo oo ww eine ae we alas ee etal _ 15,730.91 - 15,724.71 6.20 
Transportation Operations 
COS CEE OE OS RAR ie eee Re ee oP MRE AOE Coe ee ET CORE terete te Coe $168,164,257.99 $164,253,371.47 $3,910,886.52 
MINBURN CM ETIEOR? (5.5 60) a soo i CMe ued Naldue cnc eune lt es 120,949,111.46 117,858,588.04 3,090,523.42 
ae MNCAA SAS GPR REE | MERI ANB 250ol a or are oxo alig Gras Sala oR A OR ee ae eA a Ld $47,215,146.53 $46,394,783.43 $820,363.10 
NEM RMM NS Too T aie oro ut. Kar Sta, Sais ea GE. g Dee WILE RURE AOE EK 14,693,388.53 16:400,GGG0F = bev iwten $1,594,219.54 
Matar ClpeeStine EOCOme . 5.5 i nos co oe trcie be ee ene wes cunesases $32,521,758.00 $30,107,175.36 $2,414,582.64 
Rents from use of joint tracks, yards, and terminal facilities .............. 1,706,507.08 L745 6G5St 8 8 =«§©—_-_ xwaeses $37,178.73 
$34,228,265.08 $31,850,861.17 $2,377,403.91 
NILE OF CCismINeTIE—-CIODIt DAIAHCE 5 bs 5. 6 6.0 sieve mcs wi sin ci lae edie sle sec xcaene'es $8,770,354.87 SU.22G 066.45 saccades $449,733.54 
Rents for use of joint tracks, yards, and terminal facilities ............... 2,098,950.14 VOY oh” 7 Se rae. 298,634.63 
$10,869,305.01 $11,617,673.18 <1. Kegawweds $748,368.17 
Net Income from Transportation Operations .........................04- $23,358,960.07 $20,233,187.99 $3,125,772.08 
Income from Investments and Sources other than 
Transportation Operations 
Income from oil operations in Southern California—net .................. $3,375,188.42 S4ESGGRIGOS lh kwuces $1,008,987.63 
Dividends on stocks owned .........-...+2eeee- DCEO OCL EE PRUE OL EES 4,794,185.00 QRS S0RGS 2 wea wns 81,316.25 
Interest on bonds, notes, and equipment trust certificates owned ........... 2,809,941.08 HaRAaeOe —Cwswn www 213,784.52 
Rents trontclease Of £OAd aNd COUIPMIENE <6 256. - «seid «os ra ec coin wis cee weiss 186,039.73 ye OO ee 14,765.07 
JU CCATEN COBL S CIC RGR ESR acint cling mene eeaee ee oeeet rrr te pen teecrrer 335,249.32 328,624.59 $6,624.73 
Eien E IEEE SORES oS op 8-209 * 2203 ane at Le rch aie ack ges oh ae a ara ale 396,226.55 tana —“—*«sC Cw 326,898.49 
PROM UR her ater aero log acre nds Or pam oe nee a ate a Bie OS ree Rua ae $11,896,830.10 pi LER SSS) & 5 Se ee $1,639,127.23 
Total Income weet e eee c ee eee nett reece nent eee e nee e nese e steer eeeeeeees $35,255,790.17 7$33,769,145.32 $1,486,644.85 
Fixed and Other Charges 
PO LEREE TMG CT 010: CO Caan oC ie ar ir ae ao Pe Pe $14,667,353.97 $14,221,975.97 $445,378.00 
Interest on loans and open accounts—balance ............ 00 eee eee ence 91,129.47 $44,417.70 135,547.17 
MRLCHAMEONANTORISY «35.55 c a <p usec cic eee ec tcaih craner 0 sarge Cates esha ea) ofoicuard one «rs 52,634.33 42,963.84 9,670.49 
MUNCH AE CIME CREREERN 5 Siete sce Ue Ande ou ee Poe ea aS eto eo eae 998,792.31 581,991.71 416,800.60 
PRG RUN he cs eta ce oa oR Ae Soca wn Re Rare Rt Riad: ea $15,809,910.08 7$14,802,513.82 $1,007,396.26 
Beme’ Briccreses tc0it Mlb SOUECOR oo. oisuo sah aloe wire rere Nea media otacoiers $19,445,880.09 $18,966,631.50 $479,248.59 
DISPOSITION OF NET INCOME 
Dividends on Stock of Union Pacific Railroad Co.: 
Preferred stock: 
2 per cone paid April f,° 1940) oo. 5.6 cece ecc kes cness $1,990,862.00 
2 per cent para October 1; 1940 ...... 2. ec accesncse 1,990,862.00 $3.981,724.00 $3,981,724.00 
Common stock: 
Loner veent paid. April. 1, 19408 5 ccc cccecneccees $3,334,365.00 
ee percent paid file l, 1940 <6. bs.c cece ceccercces 3,334,365.00 
1% per cent paid October f, 1940) .. cic ccceccuccvceses 3,334,365.00 
1% per cent payable January 2, 1941 ..............00. 3,334,365.00 13,337,460.00 13,337,460.00 
NGCM MERTON a0 S irs Oe A oreo. ie id Kees ales RE Rs $17,319,184.00 $17,319,184.00 
Surplus, Transferred to Profit and Loss ............0.eccecececececececs $2,126,696.09 $1,647,447.50 $479,248.59 


* It is estimated that the Company is not liable for excess-profits taxes on 1940 income under the Second Revenue Act of 1940. 
t Restated, due to transfer from “Income from investments, etc.” to “Fixed and other charges’ of credit balance in “Interest on loans and open 


accounts” for comparison with debit balance in 1940. 
Credit. 








Expenditures Chargeable to Investment in Road and Equipment 


Extensions AU IRMMONER 5's 6 Eats cod as ok oa el acne oe wees $110,748.60 
pdditions and Betterments (excluding equipment) ........ 2,473,546.31 
Bre NCTI RE re eens Son Dy ae yo eae oe en re a ction Dee 9,503,690.95 

PONE NUN 6. ox. oa cb casi ab tae Ra waee etic Rene te $12,087,985.86 





[Advertisement] 
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Credits to Investment in Road and Equipment: 





Cost of property retired and not replaced ............. $1,467,631.75 
Cont Of Capen HOGG .k 5 oo oc oc gan tasedenenduere 4,089,199.41 
aka ( Create 29 es 0 ogee seo oa ame eee ve $5,556,831.16 

Net increase in “Investment in Road and Equipment”.... $6,531,154.70 
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RAILWAY AGE 





Operating Results for Year 1940 Compared with Year 1939 


May 3, 1941 


































































































































































Pex 
1940 1939 INCREASE DECREASE * oad 
Aeernah ed OF SOOT ODRTNION | 5b i6:0 0 os oo nos ocd he sng seo ps eeehocnssawes 9,901.03 9,900.75 igi os 
OperRATING REVENUES 
esi ns ona ae ee a eeeneee se Seis aes oa See Sr eee $136,464,742.10 $132,484,798.15 SCSI DAS9S |} weces 3.0 
Bt EN’, <5 oo0:0'p weg wis ee wae ie Sin ob. a's baipie SW 65 \n ies ete wlne ans’ 17,472,731.34 ET GsC EON 8 acs ais oars $158,216.66 9 
SEM toe c5os ska cw ee seeeinws Se eee eee eee 5,610,065.14 §,358,548.75 ZOU SUGCS -  < aktwc'se 4.7 
a ee ee ee eee Nive eihin'b cls bind GSI NA whe Sees eioe essere . 2,108,051.34 2,069,907.16 UAL. U1) la aaa 1.8 
Se MNT SIR MNENNIP CU MREMAND 6.5. sa,0'-010:s vib'n.0.0's «p's Nip'b iu pies wb '0'0%'019's'6-0'0,0'0 ne » x'ejeis's 2,434,548.23 A;SSOOOWO' | Sewwsges 415,512.47. 14.6 
6. Switching .....ccecccccccesccccccscccess Ter re VEE ee 1,815,185.18 1,811,118.24 MOGGS4: ~~ gasicenc. i, 
EN cg Oe Ao cs eat pues e he ak Onda apeenbiawes:> (ct aes RN ic *6,865.20 100.0 
BoE Sepw aes usevanunn sess eden sbus eee ses sea eee eees Fins sieve aiste Sat ae 2,258,934.66 2,041,125.27 VW LOS |: lire ean 10.7 
9. Total operating revenues .....cccccoccess pipes bis sie siboeine ep epee $168,164,257.99 $164,253,371.47 Ro er 2.4 
OPERATING EXPENSES ae 
10. Maintenance of way and structures .......eseecersccceeecsccecceens $17;671,200:28  SY8;546;35171. 9 dices $875,091.43 4.7 
DEC a WU IPE sb was nsis'u acoso 510s 006 Sine es 05:6 5 sis wee ea cie SA 32,718,370.99 30,195,781.94 2522, 589:05. ea oceans 8.4 
12. tel IO 55 5.55 sip koa & > apo) aut os nosis pare cle wee ssh eis $50,389,631.27 $48,742,133.65 $1,647:497.62 ©. cts eee 3.4 
hee eee. woe cece en ceeees enc sccesedseecescesessececene sens 4,829,000.57 MOTO OFIIO: 2. newiesareies $141,556.59 2.8 
14, Transportation—rail line ........ccecssesccccoecccccccccccsscscccces 56,868,021.44 55,219,064.55 1G4B;956:89 mS ececes 3.0 
15. Transportation—water line ....cecccccccccccccscccsscccccccccecssses -§ _—sevevees OS Ok & | ll eee ae *10,153.23 100.0 
16. Miscellaneous operations .......0+-essecsececees 3,483,992.72 SOUOIT RD "ec aieie es 125,706.40 3.5 
Oe ey a ee rere eee cee eee e reece sescssenees 5,378,465.46 5,307,680.96 CORCASID- 0 ue Hewraress 13 
16; Eremeeortation Gor Tyee VRE on 5'vs coe c caecthesceeescccecees | - ” seteagee Pegs.  Oackeeens 700.63 100.0 
19. OER DOCTRINE GRP ORNOR oo n0 is cicee so b40 5 00s cecewew eb ess Mtge $120,949,111.46 $117,858,588.04 ALUN 6), 7 Al a 2.6 
20. Revenues over expenses $47,215,146.53  $46,394,783.43 ET eae “18 
Se ee en eS Mee ee ETE eT eee eee ey ire ere ere $9,530,860.00 $9,551,456.33 Ae re $20,596.33 Pe 
22. Unemployment insurance 2,166,191.03 2,073,908.57 $92;282:46 = weevese 4.4 
28; POGSTAl TEMCEMENE ..os vices ccsncccce 2,172,152.56 1,866,501.26 305,651.30 Re CE 16.4 
24. Federal income .......... 513,201.86 252011403 8 == wees 2,011,912.89 79,7 
25. HOGCrAl COPIER! SIOCK occ ciececseccvesosccsvnessve 298,618.90 255,968.00 42,650.90 ei orale ove 16.7 
* Water Line operations on Snake River discontinued in May, 1939, because of construction of highway between points served by boat. 
7 It is estimated that the Company is not liable for excess-profits taxes on 1940 income under the Second Revenue Act of 1940. 
General Balance Sheet— Assets 
1940 1939 INCREASE DEcREASE 
Investments : December 31, December 31, 
me Es eR oe Oo a hCG inc: iw ain se ere eae eee ee $978,140,726.05 $971,609,571.35 $6,531,154.70 
ess: 
Receipts from improvement and equipment fund .......++seeees $23,823,091.13 Soa OeS PLAS |. Sees wees 
Appropriations from income and surplus prior to July 1, 1907, 
eee ee eS SP Ore eC eet ee eer ee 13,310,236.52 ASssaO ees -  ~ -). oa ewes 
2S UR PRR PTE AON ae Sint ah AR RADE RE SETI IT NERC Oe Sener as hep $37,133,327.65 BS7,8S0,027200 = he eeaeewe 
701; Dsante: In PORE WT IRE 5 ooo oo ks nso ess be Sis wisn d Kciersie' es $941,007,398.40 $934,476,243.70 $6,531,154.70 
704. DEPOSITS IN LIEU OF MORTGAGED PROPERTY SOLD .......-eeeeeseeoees $36,300.00 $26,880.22 $9,419.78 
705. DETOCEILAMROUS TIVRICAL, PROPERTY 6.6665 oss cs cc wic css wveevesouce 12,923,343.19 11,729,990.76 1,193,352.43 
MORE LG ob a koe a ars hp WIS 5-65 O's is OS Seino Ol ane nis BING tne aoe $12,959,643.19 $11,756,870.98 $1,202,772.21 
706. Investments in affiliated companies: 
RSME siete a vavelnie win ip oles a Wsleeia ls bist saiees BAS OO OOS $20,367,948.91 $20,367,936.91 $12.00 
Bonds, notes, and equipment trust certificates .........+eeeeee : 7,630,078.84 BOL0GLIe” — sw wean tiee $1,101,852.94 
PEE Fis 15 0S so ais as bbw ico ath eal we in ek es eo ike iy whe Pie ala eines 19,834,361.04 ZOTUS ADS 92 = ss sinecvive 79,097.88 
DOW co i60 6% arena Wieese' pits la veh Wave Soria i sowie iw sk ls Sa Sialic Maa la ceretaretanerenere $47,832,388.79 S49 G13-327-61. ive eieece $1,980,938.82 
707. Investments in other companies: 
EA Sas eine saa pene es ee eeeseees See c eee sece recesses serens $75,589,580.01 S$80:776,796:32 = weve craee 5,187,156.31 ‘ 
Bonds, notes, and equipment trust certificates .........eeeeeeee 48,429,987.41 G6463;44L07  — = —§ scevoves 8,033,453.66 
WOT oS aise 3530 sah oa ole cas Soho 86h Soecelees ewe ue uanees $124,019,567.42 SIS7-240477-09 nw Skew $23,220,609.97 1 
Pieces Braves TGOveRM ee BOOMs. oo. oss pekic seh calwsc Sewiece ews) (2 ssswree ens SOMI7OIUL | a tevies'e $6,477,617.31 ; 
703, SrmEINS PONDS 65.0 ks kiasescece ORS ANAT Re Or re S70000 ss , ade cews $700.00 ; 
NS is 55 hs 5a Soc hs bso heie Hebe ae soe em $1,125,819,697.80 $1,149,764,236.99 = =  .r..ccee $23,944,539.19 
Current Assets: 
RI eT ET RTT EL EEE OE Te ee ee $40,461,012.17 $23,964,442.52 $16,496,569.65 
RNs Gee, PINON. v5 550 5 55s cols 6 0 le wiv ein i0 v9 sini /s nso Seco w'4706 gio wins ww vise" 2,257,439.91 , 37,973.89 2,219,866.02 
ages aE ASTIN OLE CNV BS 6 655 a oe 5 so n'a 5 0 5.000 0.40 4 WO 00's's 0a 410 BS" 12,992.25 6,482.12 6,510.13 
713. TRAFFIC AND CAR-SERVICE BALANCES RECEIVABLE ........eeeeeeeeevece 5,214,392.88 4,052,722.41 1,161,670.47 rN 
714. NET BALANCE RECEIVABLE FROM AGENTS AND CONDUCTORS ......eeeeeee 1,355,787.60 pe oe a a ame! $43,641.01 
715. MIRCRELANEOUS ACCOUNTS RECEIVABLE ..00.. 000 cer cccevccesccceetce 4,168,353.64 DOGEOCeS | = Coen ccs beers 871,529.59 
TLG; DRASRRTAS AD BU OLTES | 5 6/0 5p 5s 09:0 % 9'0 5.0 piichass bse cwelve ew ae dere 24,076,646.12 ZUBOS eNO, bere sleds 1,725,688.85 
717, SSTEREST AND DIVIDENDS RECEIVABLE. 2... o.6:0.0.0:0.<.0:0.0:0.0 cwieecnep asc ctieese 703,593.51 PAGIRIOGO. i vicwoecie 40,276.95 
ZIG, RENTS BECKIVABLE: 6 occ cccccce ce sewers secs ce sicecoceseeserosseseeee 153,877.29 AGUSSOIO2 28h tae 7,504.33 
719. OTHER CURRENT ASSETS: 
Baltimore and Ohio Railroad Co. capital stock applicable to payment 7 
8 Pee NS RES 3 ere Se Saran ern er ae aeye 111,715.10 DIS 26770. awa Sicwre 1,552.60 
RRMA Tas ORRIIIRS FG 5 10 48 nk a eos WIE 6 SO WES ee olak oer 482.26 DOGO | a a eieace 785.64 
ister Rtn ORME o's iskeiceaueosts ap ebivols een edasauas $78,516,292.73 $61,322,655.43 $17,193,637.30 =. y 
Deferred Assets: 
aS UES ONT INID CRIN ose Cala oni uie sob. 65S acalw k wid we le euio wows s $185,656.05 $114,482.75 $71,173.30 | 
Fee Oe IE RUNES 5.5555 dc oA vee cies vw Owe 5.65 4 oc in 6 wets esos 6,433,382.73 5,756,364.51 677,018.22 | 
SNS SEO T ORT LACIE OUTER $6,619,038.78 $5,870,847.26 $748,191.52 a } 
Unadjusted Debits: ad | 
723. RENTS AND INSURANCE PREMIUMS PAID IN ADVANCE ....+-eeeeeeeseees $10,223.56 Pam ee. Secor $15,058.31 
725, AMECOUEN ION WOMOED CURE oc. bso ciss b5.cs Ghee (obs bass ww ea sme es 636,522.44 GERIG AR peor roe. 31,694.04 
FAN. ROC RP INTD NOLES o's. 0:5 00.0 05 a:u.055:0 6 55's 5 5:8 Sin pie'v 8 9'5 b 00 0 pee es 2,185,900.79 1,729,006.47 $456,894.32 
oS CEN ES Be TT ee ee ace Senn rar . $2,832,646.79 $2,422,504.82 $410,141.97 -— 
RARE Sahoo oe wan eee eh ace eink od oS loalegare toto ae - $1,213,787,676.10 $1,219,380,244.50 © ...ee- ge $5,592,563.40 





[ Advertisement] 
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Operating Results for Year 1940 Compared with Year 1939—Continued 












































































































































26. Other federal ...ccccccccvccccccccccccccesccccctevcscccescsccccceee 12,364.18 14,659.16 = =—§ csecccee 2,294.98 15.7 
27. MMMM ok. cS coeds Mae ERRRES be Skanes Neca cebaddenwewes $14,693,388.53 $16,287,608.07 = = =— eweeeees $1,594,219.54 9.8 
. Railway operating income ........ Re Ee PEE CTE LET ET CCE EE $32,521,758.00 $30,107,175.36 SAAIASEZCA- ln eeeases 8.0 
a pone lle rents debit) ce eee Te ae SHON EMAC AL CNR ACERS 8,770,354.87 er CF rer $449,733.54 4.9 
30. Joint facility rents (debit) ..... Bite OG Relulsioln Ce UC MaMa dae Seta eaneades 392,443.06 G5SSGEIG 2 lsccccees 261,455.90 40.0 
31. Net railway operating income ..... Ravec cus cneiees mda dean pieseueweas $23,358,960.07 $20,233,187.99 S$3195,774.0B = ceases 15.4 
Per cent—Operating expenses of operating revenues ..........---eeeeerees 71.92 71.75 an. (Cw aa@eweeaes a 
FREIGHT TRAFFIC 
(Commercial Freight only) 
Tons Gl Teeenue Tene CANSIM 5 0c oe eos oe ed an oo Kete +s sc Succes nema deewce 27,289,316 26,453,735 SAG seeOté«‘“<‘éiéC www 3.2 
oii-IHIeR ROWOMIIE SERIO 6 po woes c dan ob Ue Gecveds cevstenscnusetccacemecs 14,060,393,343 13,057,871,224 1,002:523.919 ceccooss 7.7 
Average distance heated em Cl COUNEEN cece. 66 c6 ccenus saccewecdeswunc - 515.23 493.61 aoe0606~COCté<‘i«é‘«C RE RWG 4.4 
Average revenue per ton-mile (cents) .........-cceeeeeeeeeeeeseeneeeees .971 Sore  § -sieeewas .044 4.3 
Average revenue per freight-train mile .........--cccccccrcccccccceveece $5.73 eee” —t—=‘(‘éH Rc wD $.21 _3.5 
(Excludes M ya aoe lined T ) 
xcludes Motor Train, other than Streamline rain 
ever Gamma GAGEENE Soc cccccas cdecacceudeeCadeseadcceescudeewduce 1,702,678 S7554RGt—«iétn wet hwunc 50,806 2.9 
everitiGs fet ssetEee CALLICR ONE TES 6 oi6 dic eck tec ececcetcdssccesmndcs 1,021,396,602 1,020,985,118 vii | ee ea “s 
Average distance hauled per passenger (miles) ......cseeevescecesesseces 599.88 582.26 See? ganna 3.0 
Average passengers per passenger-train mile ...........-ecceecceccecceces 76.64 76.62 ‘on  sadabkane aa 
Average revenue per passenger-mile (cents) ..........cceccscccsccccccuce 1.700 ps i. rs ore 015 9 
Average revenue per passenger-train mile, passengers only ...........+... 1.30 ae 6——tC=<“C:C Ce ween $02 8 
Average total revenue per passenger-train mile .............0eseeeeeeeees 1.88 se 8=—S—«wT aw “ -02 1.1 
e © 3 a 
General Balance Sheet —Liabilities 
December 31, December 31, 
751. Capital Stock 1940 1939 INCREASE DECREASE 
Cee MAREN ici shacks wale do ae Be ea od eee eee EEeewnae eas $222,302,500.00 re ROR ae crore 
WRGMEAMT CIOS a. x caw caus eeu eeee swe due vdaidelaunceenemalnownwes 99,593,480.79 Soccer — wr hp ees *$9,500.00 
PEGE PA INIRN CRUOI! o cicje Wc car asic ne cokes we ewes ciamer map deddaes $321,895,980.79 $321,905.480:79 = —=§ «cecscec $9,500.00 
Os, MRM EEMINOS isto cerclecd ae sisiers & wrateig See We wcln sad oe a auln ee a a Palais 346,750,775.00 SURG SEOO sw vk at cee 5,201,605.00 
ME aint wea ator A ayer ka ears car ce en Ey Dee ee Se OA Reba ws $668,646,755.79 S675,G57,500:29 «= “aacseae $5,211,105.00 
754. Gtawte Ge Bie GE CametCtinh akc kote ee 5d CSch oe ces nein Sen cee sew ews $8,726,446.06 $8,547,946.42 $178,499.64 
757. Nonnegotiable Debt to Affiliated Companies .................-..-055 $8,775,873.48 $8,017,487.35 $758,386.13 
Current Liabilities: 
759. TRAFFIC AND CAR-SERVICE BALANCES PAYABLE ........:-ccccecececcece $1,436,594.38 $1,191,716.73 $244,877.65 
760. AUDITED ACCOUNTS AND WAGES PAYABLE ......ccccccccccccescesece a 9,427,982.27 9,190,912.24 237,070.03 
761. MISCRELAMEOUS ACCOUNTS PAYABLE 6.6606 cccicccteccnceceeseusestoces 979,462.66 RG@GEI2285 06605 ill eee eee $21,660.19 
762, INTEREST MATURED UNPAID: 
Coupons iiatured, Dut tot Presented on... cas cc cece sconces cece 281,125.51 92,281.11 188,844.40 
Coupons and interest on registered bonds, due first proximo ........ 4,003,652.50 4.09Z,C5 4005 = saasuces 9,442.90 
763. DivIDENDS MATURED UNPAID: 
Dividends due but uncalled for ........++..- wteucddeegescucaucee 149,292.38 128,898.43 20,393.95 
Extra dividend on common stock declared January 8, 1914, payable 
_ ,to stockholders of record March 2, 1914, unpaid .........ee+00s 2 120,982.70 7 TCC Coe 1,258.04 
Dividend on common stock payable second proximo ..............-+. 3,334,365.00 SAeeIOTO 0—~—~—Ch wt wtcnw'c 
266. WNMATURED “INTEREST ACCRUED 506 voce cc wecctccceee ss ceseacnsinevees 644,930.83 T.GaGaeece 0 —ti(“‘(ié‘ wc nw we 975,410.23 
007. UNMMATORED RENTS ACCBURD vaso <cs'c cacecendcociececec des tninewedecce 276,391.95 Q7TZMNSUF0C—~—‘“‘C ww 196,021.14 
708, OTHER “CURBERE EFABILITIEG 6050c civiccccccecctudeeceticssaceevencus 2,373,035.42 409,304.88 1,963,730.54 
EGEAL (CC METORE Eta Relies sco ao oi cccs coc scot bb odie ceaveececuees = $23,027,815.60 $21,576,691.53 $1,451,124.07 
Deferred Liabilities: 
710; OTHER DESBURED EFADIBITIES 6 <0 c66sccde cow vase cc veceeseunewcucewe $10,138,542.77 $8,087 ,133.23 $2,051,409.54 
MON, VA BUAURE EDO eo o eer arta eens Ae eee ae aa won Ae ae daa ae 6,550,408.49 SS5S618GG  bewucece $2,008,209.59 
SRGtee PHCRCECOR LAG NUNES 5 «5.5 ok os ob ccooe-sinlencaseeasaxeudne es $16,688,951.26 $16,645,751.31 $43,199.95 
Unadjusted Credits: 
a2 EREMIA. ON BUNDEDR DEBE... 56 oii o soc one eas ddcn wane wacesclecmee's $91,626.70 ott Meer ee $2,427.23 
773. INSURANCE RESERVE (Reserve for fire insurance) ......-.....-..ee008 9,931,352.08 9,219,023.07 $712,329.01 
BSED WIT MOM BRERROVARION: o.0's.c-c 4.6 o.xskniee ae econo 6 scqusie-s beat oun siecle 123,773,963.31 118,270,759.80 5,503,203.51 
778. OTHER UNADJUSTED CREDITS: 
OO TE AE oO OSAP Bre OnCnOe CeCe OC Or er Get EEC CU PEE CEL OCE 4,118,991.21 3,563,974.29 §55,016.92 
RISC PIEN TENNER crac hiois eo ne tevie vc broke Ue Meaee need amasiwa wets 900,407.76 LeeesGeee ———i—“‘é GH Sw WCW 944,160.26 
TROUAE  OMOGiiateKy CHOU o.b voc tiki scene oe bu tives.s nemwedawetioes $138,816,341.06 $132,992,379.11 $5,823,961.95 
ROUMES MINION oo aehe coc rn ee ac wiiasualeek a Wane dard oo aaa ye aale $864,682,183.25 $861,638,116.51 $3,044,066.74 
Surplus: ' 
APPROPRIATED FOR ADDITIONS AND BETTERMENTS ...........--4--- eae $30,812,247.46 $30,784,371.85 $27,875.61 
RESERVED FOR DEPRECIATION OF SECURITIES ....eeeeeceeeececcceeceees 34,972,570.88 SSIeseee —~—tC nn wen nw 
FUNDED DEBT RETIRED THROUGH INCOME AND SURPLUS ..........--++: 1,447,538.66 1,221,013.66 226,525.00 
SINKING BUND MESERUEG (5 oceans Seed nis bc Cacatuedwans tnd cavsawen anes Are —™s HWS 700.00 
EOtay (DE ORCIRIO BORDON | 6 C6 duo <icc ose oes b cals owoew caauincecet $67,233,057.00 $66,977,956.39 $255,100.61 
404. Profit and) Goss=——-Credit BalenCe oco.ccessscieccseccicccecuseeeesiens 242,302,936.11 SSA AGRSTISG —t—~—«iti hw iwc $8,896,035.75 
ROAR MUNDIOM. © o aile ce 0s + Selden Ke ehiwsencnseievdesacccnctewerneas $309,535,993.11 S3IG;I7G 92895 pec tunes $8,640,935.14 
As this consolidated balance sheet excludes all intercompany items, securi- 
ties of the Los Angeles & Salt Lake Railroad Company and The St. 
Joseph and Grand Island agape | Company owned by other System com- 
Panies are not included. The difference between the par and face value of 
such securities as carried on the books of the issuing companies (less 
unextinguished discount on the bonds and discount charged to Profit and 
Loss_ but added back in consolidating the accounts) and the amounts at 
which the securities are carried on the books of the owning companies is 
set up here to balance ...........+. SDs aenPengeads se caksen ee Rantant oe $39,569,499.74 $39,565,199.74 $4,300.00 
CORAM BOMEN So Uc oo Ss rat eens ere ae down d ee nek anwuadeaeeds $1,213,787,676.10 $1,219,380,244.50 =  ........ $5,592,568.40 
_—_—_—_—, 
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Railroad C. 
tT Restated. 


[ Advertisement] 


Represents 70 shares of First Preferred Stock and 25 shares of Second Preferred Stock of The St. J. & G. I. 
0. 


Ry. Co. purchased by Union Pacific 
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NEWS 


(Continued from page 776) 


Kartheiser, Chief Clerk, Mechanical Dept., 

Cc. B, Q., Chicago, Ill. Annual meeting 
September 23-24, 1941, Hotel Sherman, Chi- 
cago, Ill. 

Car ForEMEN’S ASSOCIATION OF CHIcCAGO.—G. K. 
Oliver, 8238 S. Campbell Ave., Chicago, 
Ill. Regular meetings, second Monday of 
each. month, cae. ooag coed and August, 
La Salle Hotel, Chicago, I 

CENTRAL RatLway CLUB OF - RETO M. 

Reed, 1817 Bad Statler, McKinley 
Square, Buffalo, N. Y. Regular meetings, 
second Thursday of each month, except June, 
ge and August, Hotel Statler, Buffalo, 


E'‘ASTERN apegeawn oF Car SERVICE OFFICERS. 
her, 44 8 33rd St. (11th 

floor), wee" ork, 
LOCOMOTIVE Rls Reco ae AssociA- 


TION.—J. oodwin, piteaouet Pacific R. 
R., No. Little Rock, (P. O. Little Rock), 
Ark. — Annual 


meeting September 23-24, 

1941, Hotel Sherman, hicago, Ill. 

MAsTeR Borer Maxers’ AssocraTion.—A. F. 
Stiglmeier, 29 Parkwood St., Albany, N. Y. 
Annual meeting, September 23-24, 1941, 
Hotel Sherman, Chicago, III. 

NATIONAL ASSOCIATION OF RAILROAD AND UTII.1- 
TIES COMMISSIONERS.—Ben Smart, 7413 New 
Post Office Bldg., Washington, DC <An- 
nual meeting, 1941, St. Paul, Minn. 

Nationa RatLway APPLIANCES ASSOCIATION.— 
“A . White, Room 1826, 208 S. La Salle 

Chicago, Il. 

mene “Reicaue Rartroap Cius.—W. E. Cade, 

Jr., 683 Atlantic Ave., Boston, Mass. Regu- 

lar meetings, second Tuesday of each month, 

except June, July, August and September, 
Hotel Touraine, Boston, Mass. 

New _ Yorx Rartroap Cius.—D. W. Pye, 30 
Church St., New York, N. Y. Regular 
meetings, third Thursday. of each month, ex- 
cept June, July, eee Se saa a gag and De- 
cember, 29 W. York, 1 

Famers RAILWAY fon SFoatick, S. Woline. 

O. Box 3275, San Francisco, Cal. Regu- 
a meetings, second Thursday of each alter- 
nate month, at Palace Hotel, San Francisco, 
and second: Friday of each ‘alternate month, 
at Hotel Hayward, Los Angeles. 

RaiLway Business ASSOCIATION.—P. Middle- 
ton, First National Bank Bldg., Pho Ill. 

Raitway Crus or PitrssurcH.—J. D. Conway, 
1647 Oliver Bldg., Pittsburgh, Pa. Regular 
meetings, fourth Thursda of each month, 
except June, July ‘a ugust, Fort Pitt 
Hotel, Pittsburgh, 

Raitway  ELEcTRIC | MANUFACTURERS’ 
AssociaTion.—J. McC. Price, Allen-Bradle 
Company, 600 W. Jackson Blvd., Chicago, Ill. 

RatLway FUEL AND TRAVELING ENGINEERS’ Asso- 
CIATION.—T. Duff Smith, Room 811, Utilities 
Bldg., 327 S. La Salle st. Chicago, Til. 
Annual meeting, September. 23-24, 1941, 
Hotel Sherman, Chicago, IIl. 

RarLway Suppty MANUFACTURERS’ ASSOCIATION. 
—J. D. Conway, 1647 Oliver Bldg., Pitts- 
burgh, Pa. 

RAILWAY TELEGRAPH AND TELEPHONE APPLIANCE 
AssociaTion.—G. A. Nelson Waterbury Bat- 
tery Company, 30 Church St., New York, 
N. Y. Meets with Telegraph and Telephone 
Section of A. A. R. 

Rartway Tre Assocration.—Roy M. Edmonds, 
903 Syndicate Trust Bldg., St. Louis, Mo. 
Annual meeting, May 21-22, 1941, Arlington 
Hotel, Hot Springs, Ark. 

ROADMASTERS’ AND MAINTENANCE OF Way Asso- 
CIATION.—F. O. Whiteman, Room 332, Dear- 
born Station, Chicago, Ill. Annual meeting, 
September 16-18, 1941, Hotel Stevens, Chi- 
cago, IIl. 

SicnaL APPLIANCE AssociaTion.—G. Nelson, 
Waterbury Battery Company, 30 Chur St., 
New York, Meets with A. A. R. 
Signal Section. 

SOUTHERN AND SOUTHWESTERN RatLway CLuB.— 
A. T. Miller, 4 Hunter St., S. E., Atlanta, 
Ga. Regular a third Thursday in 
January, March, July, September and 
November, Ansley Mead Atlanta, Ga. 

SouTHERN ASSOCIATION OF Car SERVICE OFFICERS. 
—D. W. Brantley, C. of Ga. Ry., Savannah, 
Ga. Semi-annua "meeting, July 24, 

Toronto Rartway CLus.—D. George, P. ©, 
Box 8, Terminal ‘‘A,” Toronto, Ont. Regu- 
lar meetings, fourth Monday of each month, 
except June, July and August, Royal York 
Hotel, Toronto, Ont. 

Track SupPpPLy AssocraTIon.—Lewis Thomas, Q. 
and C. Company, 59 E. Van Buren St., Chi- 
cago, Ill. 

Unitep AssociaTIONS OF RAILROAD VETERANS.— 
Roy E. Collins, 112 Hatfield Place, Port 
Richmond, Staten Island, N. Y. Annual 
meeting, October 11- 12, 1941, Cleveland, Ohio. 

Western RatLway CLus.—W. L. Fox (Execu- 
tive Secretary), Room 822, 310 S. Mich- 
20 Ave., Chicago, IIl. Regular meetings, 
third Monday of each month, except June, 

Hotel Sher- 


July, 
man, 


August and September, 
Chicago, Il. 


RAILWAY AGE 


Supply Trade 





W. M. Ryan, representative of the O. 
C. Duryea Corporation, New York, with 
headquarters at Chicago, has been elected 
vice-president, with the same headquarters. 


Dwight Richards, formerly chief engi- 
neer of the Sullivan Machinery Company, 
Ltd., of England, has been appointed chief 
engineer, railroad division, of the Buda 
Company, Harvey, IIl. 


Samuel S. Bruce, Jr., has been ap- 
pointed sales representative of the Duff- 
Norton Manufacturing Company, with 
headquarters at the company’s general of- 
fices in Pittsburgh. 


George H. Goodell, who for many 
years has been northwestern sales agent of 
the National Lock Washer Company, 
Spring Washer division, has been appointed 
to also represent this company in the sale 
of national deluxe windows and car equip- 
ment. 


Wilfred Sykes has been elected presi- 
dent of the Inland Steel Company, Chi- 
cago, succeeding Philip D. Block, who 
has been elected chairman of the executive 
committee. L. E. Block, who served as 
chairman of the board for many years 
prior to 1940, has been elected chairman 
of the finance committee. James H. 
Walsh, works manager of Inland’s In- 
diana Harbor works has been elected vice- 
president in charge of steel works. 


Charles M. Wynns, vice-president of 
the Northern Refrigerator Line, Inc., 
and the Merchants Despatch Transpor- 
tation Corporation, Chicago, has been 
elected president of these companies to 
succeed Charles O’Hara, retired. K. C. 
Underwood, general manager, has been 





Charles M. Wynns 


elected vice-president and general manager 
of these companies. 

Mr. Wynns began his career in the traf- 
fic department of Armour & Co., at Ft. 
Worth, Tex., in 1905, and after serving as 
chief clerk at Kansas City and chief rate 
clerk at Chicago, resigned from this com- 
pany in 1913 to enter the employ of the 
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Anaconda Copper Mining Company at Chi- 
cago. A year later he became assistant to 
the traffic manager of the Fruit Dispatch 
Company at New Orleans, La., which posi- 
tion he held until 1923 when he was ap- 
pointed assistant general traffic manager 
of the United Fruit Company and the Fruit 
Dispatch Company. In 1925 he was ap- 
pointed general traffic manager of the Fruit 
Dispatch Company, New York, and in 1926 
was elected vice-president of the Northern 
Refrigerator Car Company, Milwaukee, 
Wis. He held the latter position until 
1929 when he was elected vice-president 
of the Northern Refrigerator Line, Inc. 
Since October 1, 1937, he has also been a 
vice-president of the Merchants Despatch 
Transportation Corporation. 

Mr. O’Hara was born in County Fer- 
managh, Ireland on October 4, 1874, and 
in 1895 became an accountant for the 
Union Refrigerator Transit Company at 





Charles O’Hara 


St. Louis, Mo. Two years later he became 
secretary-treasurer of this company, and 
in 1900 resigned to become superintendent 
of the American Refrigerator Transit Com- 
pany. From 1907 to 1922, he was em- 
ployed as general manager of the Union 
Refrigerator Transit Company at Mil- 
waukee. In the latter year he was elected 
president of the Northern Refrigerator Car 
Company and in 1929 president of the 
Northern Refrigerator Line, Inc. Since 
October 1, 1937, he has also been presi- 
dent of the Merchants Despatch Trans- 
portation Corporation. 

Mr. Underwood was born at Greenfield, 
Mo., on October 30, 1893, and entered rail- 
way service in July, 1913, with the St. 
Louis-San Francisco at Springfield, Mo. 
From 1914 to 1917 he was with the Frisco 
Refrigerator Line and from 1917 to 1924 
with the St. Louis-San Francisco. In the 
latter year he entered the employ of Mer- 
chants Despatch, Inc., as superintendent of 
transportation and in 1937 was promoted 
to general manager of the Merchants Des- 
patch Transportation Corporation and the 
Northern Refrigerator Lines, Inc. 


OBITUARY 


Charles ’B. Nolte, president of the 
Crane Company, Chicago, died suddenly on 
April 29, following a heart attack. Mr. 
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PRECISION GROUND TO A MIRROR FINISH! 


On modern grinders Lima brings to a perfect finish the 
axles and shafts whose proper fit plays an important part 
in the building of a low-maintenance locomotive. The 
same precision and care that goes into the finish of the 
axle illustrated above is used in the making of each part 
of a “Lima-built” locomotive. It is through such atten- 
tion to the minor as well as the major details that Lima 
has earned for itself the enviable reputation of a builder 
of high-quality, low-maintenance locomotives. 


uma 
LIMA LOCOMOTIVE WORKS ._ LOCOMOTIVE WORKS INCORPORATED, LIMA, OHIO 


a INCORPORATED a 
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Nolte graduated from the University of 
Illinois in 1909, and soon after entered the 
employ of Robert W. Hunt & Co., Chicago. 
He served as inspecting and testing en- 
gineer in various departments of this com- 
pany until 1913, when he was appointed 
manager of the railway materials, inspec- 
tion and testing department. In 1919 he 
was appointed assistant to the president and 
in 1923, when the company was incorpor- 
ated under the name of the Robert W. 





Charles B. Nolte 


Hunt Company, he was elected vice-presi- 
dent and general manager. In October, 
1930, he was elected president and general 
manager. He resigned in 1935 to become 
president of the Crane Company. 


O. C. Duryea, president of the O. C. 
Duryea Corporation, New York, died in 
St. Lukes Hospital, Chicago, on April 27. 
He had been ill for three months. 


Alexander S. Anderson, district mana- 
ger of the midwestern territory of the 
Duff Norton Manufacturing Company, 
with headquarters at Chicago, died in that 
city on April 29, after a month’s illness. 


TRADE PUBLICATIONS 


Arr ConpITIONING EgurpMent. — The 
Worthington Pump & Machinery Corp., 
Harrison, N. J., has published a 28-page 
illustrated bulletin which is devoted to this 
company’s Carbondale line of cooling, re- 
frigerating and air-conditioning equipment. 
This catalog is designated as Bulletin 
W P-1099-B27. 


I-R Arr Toots AND Compressors.—The 
Ingersoll-Rand Company, New York, is 
distributing a new catalog which is devoted 
entirely to the line of equipment and tools 
that is manufactured by the company espe- 
cially for use in railroad maintenance work. 
Entitled “Air Tools and Compressors for 
Railroad Maintenance of Way,” the new 
bulletin contains 24 pages and is profusely 
illustrated with photographs. The bulletin 
first deals with the line of portable com- 
pressors manufactured by this company, 
after which it lists and describes the dif- 
ferent portable tools that are produced by 
the company for use in railway track, 
bridge and building work. 





RAILWAY AGE 


Equipment and 
Supplies 





LOCOMOTIVES 


The Canton has ordered one Diesel- 
electric switching locomotive of 600 hp. 
from the Electro-Motive Corporation. 


The PHILADELPHIA, BETHLEHEM & NEW 
ENGLAND has placed an order for two Die- 
sel-electric switching locomotives of 600 
hp. with the Electro-Motive Corporation. 


The SoutH BurFFALo has placed an order 
for three Diesel-electric switching locomo- 
tives of 1,000 hp. with the American Loco- 
motive Company. 


The Unirep States Navy DEPARTMENT 
has ordered one 50-ton Diesel-electric loco- 
motive from the Atlas Car & Manufactur- 
ing Co. 


The NEWFOUNDLAND’ RaAILWway has 
ordered one 2-8-2 type freight locomotive 
from the Montreal Locomotive Works, 
Ltd. This is in addition to the one re- 
ported as ordered by this company in the 
Railway Age of April 19. 


The New York, NEw Haven & Hart- 
FORD has asked federal court permission to 
purchase five 4,000 hp. Diesel-electric loco- 
motives for freight and passenger service 
and six 44-ton Diesel-electric switching 
locomotives. The hearing is set for May 9. 
It is expected that the General Electric 
Company will receive the order for the six 
switching units. 


PASSENGER CARS 


Tue Cuicaco, Rock Istanp & PAcIFIc 
has ordered 7 chair and 2 dining cars of 
light-weight stainless steel construction 
from the Edward G. Budd Manufacturing 
Company. Court application to purchase 
this equipment was reported in the Rail- 
way Age of April 5. 


FREIGHT CARS 
Southern to Buy 3,100 Freight Cars 


The Southern is inquiring for a total of 


3,100 freight cars comprising the following: 
2,000 40-ft. 6-in., 50-ton, steel sheathed box cars 
350 50-ft. 6-in., 50-ton, steel sheathed box cars 
50 50-ft. 6-in., 50-ton, steel sheathed automobile 


cars 
500 70-ton, steel flat cars 
100 70-ton, steel, mill-type gondola cars 
100 70-ton, covered hopper cars 
Tue ArtcHison, TopeEKA & SANTA FE 
is inquiring for 100 caboose cars. 


The Utan Copper Company has ordered 
75 ore cars of 100 tons’ capacity from 
the Pressed Steel Car Company. 


The Norrotk & WESTERN is inquiring 
for 25 all steel gondola cars of 70 tons’ ca- 
pacity. 


The Norrotk & WESTERN has placed 
orders for a total of 1,200 steel sheathed 
box cars of 50 tons’ capacity, allocating 
1,000 40-ft. 6-in. cars to the Ralston Steel 
Car Company and 200 50-ft. 6-in. cars to 
the Greenville Steel Car Company. The 
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inquiry for tne above equipment was re- 
ported in the Railway Age of April 19. 


The CarNeEGIE-ILLINOIS STEEL Corpors- 
TION is reported to be inquiring for 30 
ingot cars of 125 tons’ capacity. 


The Repusiic STEEL CORPORATION has 
ordered two. air-dump cars from the 
Pressed Steel Car Company. 


The TENNESSEE COAL, Iron & RaILroap 
Company has ordered five air-dump cars 
from the Pressed Steel Car Company. 


The INLAND MINE & STONE Company 
has 6 air-dump cars on order with the 
Pressed Steel Car Company. 


The OLtver Iron MintnGc Company has 
30 air-dump cars on order with the Pressed 
Steel Car Company. 


The SANDERSON & PorTER ComMPAny has 
ordered 50 box cars from the General 
American Transportation Corporation. 


The PERE MARQUETTE has ordered 25 
covered hopper cars of 70 tons’ capacity 
from the American Car & Foundry Co. 


The AmerIcAN LocomorivE CoMPpANYy 
has ordered two steel boiler transfer flat 
cars of 100 tons’ capacity from the Amer- 
ican Car & Foundry Co. 


The New York, Cuicaco & Sr. Louis 
has ordered 18 covered hopper cars of 70 
tons’ capacity from the American Car & 
Foundry Co.- 


The AmericAN Gas & ELectric Com- 
PANY has ordered 6 well cars of 100 tons’ 
capacity from the American Car & Foun- 
dry Company. 


The New York CENTRAL has ordered 14 
100-ton transformer cars from Despatch 
Shops, Inc. The company is expected to 
place an order for an additional 10 well 
cars. 


The Unttep States NAvy DEPARTMENT 
has ordered 15 steel underframe flat cars 
of 50 tons’ capacity, for service at the 
Brooklyn yard, from the American Car 
& Foundry Co. 


Tue Union Paciric has ordered 100 
steel-sheathed wood-lined caboose cars 
from the Mt. Vernon Car Manufacturing 
Company. Inquiry for this equipment was 
reported in the Railway Age of April 5. 


The Cuicaco, Rock Istanp & PaAciFIc 
has placed an order for 1,000 box cars of 
50 tons’ capacity with the Pressed Steel 
Car Company. The inquiry for these cars 
was reported in the Railway Age of April 
12. 


Tue Atiantic Coast Line has placed 
orders for a total of 1,600 40-ft. 6-in. box 
cars of 50 tons’ capacity allocating 800 to 
the American Car & Foundry Co. and 800 
to the Pullman-Standard Car Manufactur- 
ing Company. This company is expected 
to place orders for an additional 900 to 
1,300 cars of various types as reported in 
the Railway Age of April 26. 


The Battrmore & Outo has ordered 27 
65-ft. 6-in. steel gondola cars of 70-tons 
capacity from the Bethlehem Steel Com- 
pany. These are in addition to 23 cars of 
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INCREASE YOUR CAPACITY... 


..-TO HANDLE THE INCREASE IN CARLOADINGS 








Carloadings are already on the rise and indications 
are that they will soon be much higher than they 
have been in years. To keep up with this rise, rail- 
toads will be forced to haul much heavier loads at 
| higher speeds. » » » Progressive railroads are meet- 
ing this impending problem the quickest and most 


economical way . . . by installing Boosters on exist- 








May 3, 194] 





WITH 


BOOSTER 
POWER 





ing locomotives! By thus capitalizing idle weight and 





spare steam the locomotive will have added power 
to start heavier loads and take them over grades at 
higher speeds. » » » Booster power is quickly avail- 
able. Give your locomotives this help against the 


time when car-loadings will tax your hauling capa- 
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this type reported in the Railway Age of 
April 19 as having been placed with the 
3ethlehem Steel Company. 


SIGNALING 


THE Exectrro-MotivE Corporation has 
placed an order with the General Railway 
Signal Company covering four intermittent 
inductive auto-manual train control engine 
equipments for Baltimore & Ohio Diesel 
freight locomotives. 


Tue Boston & ALBANY has placed an 
order with the General Railway Signal 
Company covering materials for resignal- 
ing 22.6 miles of automatic block between 
Chatham, Mass., and Rensselaer, N. Y. The 
order includes 24 Type-SA_ searchlight 
signals, 20 Type-W fixed signal units, 1 
Type-F dwarf, 240 relays of various types, 
120 rectifiers, 62 transformers, 15 Model-7 
switch circuit controllers, 35 instrument 
cases and 4 tower indicators. 


Tue Denver & Rio GRANDE WESTERN 
has placed an order with the General Rail- 
way Signal Company for a three-wire cen- 
tralized traffic control system covering 25 
miles of single track from Dotsero, Colo., 
to Chacra, with the control machine to be 
located at Funston, Colo. The contract in- 
cludes 13 Model-5D dual-control low-volt- 
age switch machines, 12 Type-D two-arm 
siguals, 14 Type-SA dwarf signals, ten 6 
ft. by 8 ft. welded-steel housings, instru- 
ment cases, relays, rectifiers and trans- 
formers. The code control line wires will 
also carry telephone circuits. 


Construction 








CrentrAL RattroAp oF New Jersey.—A 
contract has been awarded the Ross and 
White Company, Chicago, for a Red Devil 
automatic locomotive coaler to be installed 
at Mauch Chunk, Pa. 





Cuicaco & NortH WeEstTERN.—Approxi- 
mately $16,350,000 will be spent in 1941 for 
improvements in roadway and track struc- 
tures, a considerable proportion of which 
will be spent on tracks in Wisconsin and 
Michigan, in preparation for new high 
speed passenger service with new stream- 
lined equipment. One hundred track miles 
of new 112-lb. rail and 70 miles of relayer 
rail will be laid on various locations 
throughout the system. About 300 miles 
of track will be reballasted. 


Intinors CENTRAL.—The Ross and White 
Chicago, has been awarded a contract for 
a Red Devil automatic locomotive coaler 
to be installed at Jacksonville, Tenn. 


Missouri Paciric.—A contract has been 
awarded the Ross and White Company, 
Chicago, for a Red Devil automatic loco- 
motive coaler, which will be installed at 
Pinckneyville, Il. 


New York Centrat.—The New York 


Central (Big Four) is renewing two boil- 
ers and installing spreader stokers under 
three boilers at Mattoon, IIl., at a cost of 
approximately $45,000. 








RAILWAY AGE 


Finaneial 





AvucustaA NortHERN.—Abandonment.— 
This company has been authorized by Di- 
vision 4 of the Interstate Commerce Com- 
mission to abandon, as to interstate and 
foreign commerce, its entire line extending 
generally southward from Saluda, S. C,, 
to Ward, 11.2 miles. 


BattimorE & Onto.—Equipment Trust 
Certtficates—This company has asked the 
Interstate Commerce Commission for au- 
thority to assume liability for $5,880,000 
of equipment trust certificates, maturing in 
10 equal annual installments of $588,000 on 
June 1 in each of the years from 1942 to 
1951, inclusive. The proceeds will be used 
as part of the purchase price of new equip- 
ment costing a total of $7,400,510 and cen- 
sisting of 150 50-ton, 50 ft. 6 in. steel box 
cars; 50 50-ton, 50 ft. 6 in. steel box cars 
with end door; 50 50-ton, 50 ft. 6 in. steel 
automobile box cars; 150 70-ton, 26 ft. 33% 
in. steel hopper cars; 1,000 50-ton, 33 ft. 
steel hopper cars; 500 70-ton, 52 ft. 6 in. 
steel gondola cars; and 500 70-ton, 52 ft. 
6 in. steel gondola cars. 


CaNADIAN Paciric. — Redemption of 
Notes.—This road has called for redemp- 
tion on June 15 of $18,473,100 outstanding 
414 per cent special land sales and sinking 
fund note certificates due in 1944 and dated 
December 15, 1924. The road will pay 
100% for the full issue. 


CHICAGO, MILWAUKEE, St. PAut & Pa- 
ciric.—Annual Report—The 1940 annual 
report for this company shows net income, 
after interest and other charges, of $317,- 
163, an increase of $5,600,861 as compared 
with 1939. Selections from the income 
statement follow: 

Increase 
or 

Decrease - 

Compared 














1940 with 1939 
RAILWAY OPERATING 
REVENUES $114,375,589  +$7,500,208 
Maintenance of way 
and structures 17,989,750 —303,946 
Maintenance of 
equipment 20,560,370 +743,715 
Transportation 41,292,552 +1,025,340 
TotTaL OPERATING 
EXPENSES 87,170,144 +1,658,330 
Net REVENUE 
FROM OPERATIONS 27,205,445 +5,841,878 
Railway tax accruals 8,720,000 +423,000 
Railway operating 
income 18,485,445 +5,418,878 
Equipment rents—Dr. 2,039,741 -399,097 
Joint facility rents 
—Dr. 2,600,059 +96,526 








Net Raitway 











OPERATING INCOME 13,845,644 +5,721,450 
Non-operating income 1,142,225 —289,675 
Gross INCOME 14,987,869 +5,431,775 
Rent for leased 

roads and equipment 1,109,815 -1,039 
Interest on funded debt 

—Fixed interest 13,198,118 +604,164 
Tora Frixep CHARGES 14,549,830 ~ _189,317 
Net Income $317,163  +$5,600,861 


DvututH, SoutH SHorRE & ATLANTIC.— 
Annual Report—The 1940 annual report 
of this company shows net deficit, after 
interest and other charges, of $637,485, a 
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decrease of $207,549 as compared with et 
deficit in 1939. Selected items from ‘he 
income account follow: 











Increa:2 
or 

Decreiise 

Compared 

1940 with 1939 
Gross REVENUE $2,620,309 +$292.481 
Operating Expenses 2,115,437 +97 488 
Net REVENUE 504,872 $194,993 
Net Rents and ; 
Taxes—Dr. 225,149 -1,643 
Net RaItway eared : a 
OPERATING INCOME 279,723 +196,636 
Other Income—Net 1,955 +7,720 
Income available for on aia ae 
fixed Charges 281,678 +204,356 
Frixep CHARGES 919,163 —3,193 
Net DerFicit $637,485 ~$207,549 


EASTERN MASSACHUSETTS STREET.—Se- 
curities.—This company has been author- 
ized by Division 4 of the Interstate Com- 
merce Commission to issue $1,500,000 of 
serial promissory notes to redeem, with 
cash on hand, $1,591,463 of five per cent 
refunding mortgage bonds, series B, due on 
January 1, 1948. At the same time the 
company was authorized to procure the 
authentication and delivery of $1,500,000 of 
five per cent, refunding mortgage bonds, 
series F, due January 1, 1948, to be pledged 
as collateral for the notes. 

The company will issue four promissory 
notes to be dated June 28, 1941, each of 
face amount of $375,000 and payable in 12 
monthly installments of $31,250 during the 
first, second, third and fourth years, respec- 
tively, after their date, beginning in each 
instance on July 28. Interest at the rate 
of 1%, 2, 2%, and 3 per cent would be 
payable monthly in arrears on the notes 
maturing in one, two, three, and four years, 
respectively. 


Erte. — Equipment Trust Certificates. — 
This company has asked the Interstate 
Commerce Commission for authority to 
assume liability for either $4,000,000 or 
$4,500,000 of equipment trust certificates, 
maturing in 10 equal annual installments 
beginning on May 15, 1942 and ending May 
15, 1951. The proceeds will be used as 
part payment of the purchase price of new 
equipment costing a total of $5,000,000 and 
consisting of 800 50-ton box cars, 100 50-ton 
automobile cars, 100 50-ton furniture cars, 
50 70-ton flat cars, 250 drop-end, mill type 
gondola cars, 50 covered hopper cars, 250 
50-ton center dump hopper cars, five heavy- 
duty flat cars, and five express-baggage 
cars. 


EVANSVILLE SUBURBAN & NEWBURGH.— 
Abandonment—This company has asked 
the Interstate Commerce Commission for 
authority to abandon a line extending from 
Newburgh, Ind., to Slaughter Avenue, 5.5 
miles. 


Gerorcta & FLoripa. — Operation. — This 
company has been authorized by Division 
4 of the Interstate Commerce Commission 
to operate under lease, the property of the 
Statesboro Terminal, consisting of 2.1 
miles of track in Statesboro, Ga. 


Ittrnois CENTRAL. — Annual Report.— 
The 1940 annual report for this company 
shows net income of $1,296,619, after in- 
terest and other charges, compared with a 
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A CORRECT 
BRICK ARCH | 
GUARANTEES 


FULL FUEL ECONOMY 


There is a carefully worked out design of the Security Brick Arch for every 








class of locomotive . . . This design guarantees maximum efficiency both 
as to fuel economy and hauling capacity . . . In modernizing existing 
power and in maintaining locomotives in active service, be sure the cor- | 


rect brick arch design is installed and be sure it is completely maintained. 
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net income of $2,335,775 in 1939. Selected 
items from the income statement follow: 


Increase 
or 
Decrease 
Compared 
with 1939 


+$2,895,558 


1940 
$114,266,410 


RAILWAY OPERATING 
REVENUES 





Maintenance of way 


























and structures 12,494,864 +1,234,099 
Maintenance of hs 
equipment 23,545,611 +1,847 ,064 
Transportation 42,532,851 +867,603 
ToTtaL OPERATING 

EXPENSES 85,966,279 +4.319,576 
REVENUES OVER 

E\X PENSES 28,300,131 —-1,424,018 
Taxes 10,053,208 -104,390 
Railway operating 

income 18,246,924 -1,319,628 
Hire of equipment 

—Dr. 1,635,600 —230,982 
Joint facility rents 1,209,321 —47,872 
Net RAILWAY 

OPERATING INCOME 16,865,461 -1,048,638 
Total other income 876,101 +69,855 
Tota INCOME 17,741,562 -978,783 
Rent for leased roads 1,234,124 -26,225 
Interest on Ys 
funded debt 14,837,679 -23,158 
Totat DEepuctTions 

FRoM Gross INCOME 16,444,943 +60.374 
Net INcoME $1,296,619  -$1,039,156 





Grand TRUNK WESTERN. — Abandon- 
ment.—This company has asked the Inter- 
state Commerce Commission for authority 
to abandon a portion of its line in Bay 
City, Mich., 0.9 mile. 


Kansas City, KAw Vatitey & WEsT- 
ERN.—Acceptance of Reorganization Plan. 
-—Division 4 of the Interstate Commerce 
Commission has certified to the United 
States District Court for the District of 
Kansas that more than a majority of all 
classes of creditors entitled to vote on the 
acceptance or rejection of the commission’s 
plan of reorganization for this company 
have accepted the plan. 


Missourt-KANSAS-TEXAS.—Annual Re- 
port.—The 1940 annual report for this com- 
pany shows net deficit of $2,841,136, after 
interest and other charges, compared with 
a net deficit of $3,499,564 in 1939. Se- 























lected items from the income statement 
follow: 
Increase 
or 
Decrease 
Compared 
1940 with 1939 
Average Mileage 
Operated 3,293.41 -.50 
RAILWAY OPERATING 
REVENUES $27,892,594 —$278,102 
Maintenance of way 3 
and structures 3,372,726 —572,953 
Maintenance of is 
equipment 4,623,204 -182,052 
Transportation 10,698,134 +14,067 
ToTaL OPERATING 
EXPENSES 21,403,610 —917,220 
Net REVENUE FROM =a 
OPERATIONS 6,488,984 +639,119 
Railway tax accruals 2,382,990 -11,502 
Railway operating 
income 4,105,994 +650,621 
Net Rents—Dr. 2,168,004 —3,162 
Net RaItway 
OPERATING INCOME 1,937,991 +653,782 
Total other income 57,909 -1,.854 
ToraL INCOME 2,295,900 +651,929 
Rent for leased 
roads and equipment 21,185 —2,665 
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Interest on funded 


debt—Fixed Interest 4,351,156 —3,317 
TotaL Fixep CHARGES 4,386,859 —4,085 
Net Derrcit ~ $2,841,136  -$658,428 





PENNSYLVANIA - READING SEASHORE, — 
Abandonment by the West Jersey & Sea- 
shore-—The West Jersey & Seashore and 
the Pennsylvania-Reading Seashore, respec- 
tively, have asked the Interstate Com- 
merce Commission for authority to aban- 
don a line and its operation extending from 
Alloway Junction, N. J., to Quinton, 4.2 
miles. 


PirrspurGH & WeEsT ViIRGINIA.—Annual 
Report.—The 1940 annual report for this 
company shows net income, after interest 
and other charges, of $326,851, a decrease 
of $153,361 compared with net income in 





























1939. Selected items from the income 
statement follow: 
Increase 
or 
Decrease 
Compared 
1940 with 1939 
RAILWAY OPERATING 
REVENUES $4,157,853 +$487,161 
Maintenance of way 
and structures 675,954 +257,730 
Maintenance of 
equipment 1,084,420 +328,473 
Transportation 923,221 +140,417 
ToTAL OPERATING 
I-XPENSES 3,159,695 +741,625 
Net REVENUE 
FROM OPERATIONS 998,158 —254,463 
Railway tax accruals 302,311 +19,985 
Railway operating 
income 695,847 —274,448 
Hire of equipment 
—Net Cr. 130,202 -1,764 
Joint facility rents 
—Net Dr. 25,838 +429 
Net RAILWAY 
OPERATING INCOME 800,212 -276,642 
Non-operating income 437,395 +101,635 
Gross INCOME 1,237,607 -175,007 
Interest on 
funded debt 792,257 +19,799 
TotaL DEpucTIONS 
FROM Gross INCOME 910,755 —21,646 
Net INCOME $326,851 —-$153,361 





SACRAMENTO NorTHERN.—Abandonment. 
—This company has asked the Interstate 
Commerce Commission for authority to 
abandon 6.8 miles of double track across 
the San Francisco-Oakland Bay bridge in 
San Francisco and Oakland, Calif. The 
petition states that the revenues anticipated 
by the operation across the bridge have 
failed to materialize due to the greatly in- 
creased use of passenger automobiles. 


SEABOARD AIR LINE-SOUTHERN-ATLAN- 
tic Coast Line.—Acquisition by the Balti- 
more Steam Packet.—The Baltimore Steam 
Packet, a wholly-owned subsidiary of the 
Seaboard Air Line, has been authorized by 
Division 4 of the Interstate Commerce 
Commission to acquire the properties of 
Chesapeake Steamship, a jointly owned 
property of the Southern and the Atlantic 
Coast Line. Both companies operate 
freight and passenger carrying boats be- 
tween Baltimore, Md., and the Hampton 
Roads ports in Virginia. The acquisition 


will be effected through the issuance by 
the Baltimore company of $1,500,000 of 50- 
year debentures, which will carry the fol- 
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lowing interest rates: Six per cent for :he 
first 15 years, 5% per cent for the :-xt 
succeeding four years, five per cent ‘or 
the next succeeding four years, and 414 
per cent thereafter until maturity. 

The net effect of the acquisition, acccd- 
ing to the petition filed with the comniis- 
sion last Fall, is that the Baltimore com- 
pany will own and operate all the prover- 
ties of the two existing water carriers: 
one-half of the Baltimore company’s cap- 
ital stock and $1,500,000 of its debentures 
will be owned by the Seaboard and held by 
the corporate trustee of its refunding mort- 
gage and the remaining one-half of the 
stock will be owned by the Chesapeake 
company, the stock of which is and will 
continue to be owned two-thirds by the 
Southern and one-third by the Atlantic 
Coast Line. The agreement also provides 
that the Southern and the Atlantic Coast 
Line are to be given an option to purchase 
$750,000 of the debentures at a fixed price. 

At the same time Division 4 has author- 
ized these companies to hold the above 
mentioned stock interests in the Baltimore 
company under the provisions of the Pan- 
ama Canal Act. 


SEABOARD AIR LINE.—Annual Repfort— 
The 1940 annual report for this company 
shows net deficit, after interest and other 
charges, of $4,973,349, compared with a net 
deficit of $5,556,555 in 1939. Selected items 
from the income statement follow: 


























Increase 
or 
Decrease 
Compared 
1940 with 1939 
RAILWAY OPERATING 
REVENUES $48,490,966  +$4,327,546 
Maintenance of way 
and structures 6,813,395 +150,404 
Maintenance of 
equipment 9,627,678 +740,238 
Transportation 18,077,830 +1,506,473 
ToTaL OPERATING 
EXPENSES 39,270,764 $2,777,597 
Net. REvENUE 
FROM OPERATIONS 9,220,203 +1,549,949 
Taxes 3,476,947 +628,837 
Railway operating 
income 5,743,254 +921,113 
Hire of equipment 
~—Net Dr. 1,174,877 +137,712 
Joint facility rents 
—Net Dr. 164,045 —26,561 
Net RAItway 
OPERATING INCOME 4,404,333 +809,962 
Total other income 317,147 —20,196 
Gross INCOME 4,721,480 4+789,766 
Rent for leased 
roads and equipment BSSO2 lt uwnns 
TotaL DepucTIONs 
From Gross INCOME 9,694,829 +206,560 
Net Dericit $4,973,349 -$583,206 


SouTHERN. — Notes and Refinancing.— 
This company has asked the Interstate 
Commerce Commission to approve a plan 
whereby it would borrow $10,000,000 from 
several New York banks, the proceeds, to- 
gether with $1,000,000 from its treasury, 
to be used to repay on May 15 the balance 
of $11,000,000 due the Reconstruction 
Finance Corporation on outstanding loans. 
The company would issue to the banks 
$10,000,000 of notes to be dated May 15, 
1941, and to mature from August 15, 1941, 
to May 15, 1944, with interest rates vary- 
ing from two to 33% per cent. 

As collateral for the notes the company 
would pledge $9,500,000 of first consol- 
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| | eneees degrees of superheated steam and the reclamation of 
waste heat in the exhaust steam, will increase the capacity of 

such of those older locomotives that would be recalled for main line 

duty— if they could keep the pace. 

Steam temperature can be raised with an improved superheater— 

increasing cylinder efficiency. 

Waste heat is reclaimed by the Elesco coil type feedwater heater. 

Both equipments are available at a nominal investment cost—propo- 

sitions gladly submitted without obligation. 
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idated mortgage five per cent bonds and 
$42,769,000 of development and general 
mortgage four per cent bonds. The banks 
participating in the loan are the First 
National Bank of New York, J. P. Mor- 
gan & Co., Inc., Guaranty Trust Company, 
National City Bank of New York, Brown 
Brothers Harriman & Co., and the Con- 
tinental Illinois Bank & Trust Company 
of Chicago. The company estimates that 
the saving in interest rates will amount to 
$149,218 for the period of the loan. 


SKANEATELES SHORT LINE.—Acquisition 
and Stock.—This company, which was re- 
cently formed, has been authorized by Di- 
vision 4 of the Interstate Commerce Com- 
mission to acquire and operate a line of 
railroad formerly owned and operated by 
the Skaneateles Railroad Company, extend- 
ing from Skaneateles Junction, N. Y., to 
Skaneateles, five miles. At the same time 
the new company has been authorized to 
issue $20,000 of common stock, consisting 
of 200 shares of a par value of $100, the 
proceeds to be used in connection with the 
acquisition of the railroad of the old com- 
pany, and for other corporate purposes. 


SouTHERN Paciric.—R. F. C. Loan.— 
Division 4 of the Interstate Commerce 
Commission has approved a plan whereby 
this company will consolidate its outstand- 
ing Reconstruction Finance Corporation 
loans into one loan of $13,000,000 and ex- 
tend it at four per cent for a period end- 
ing May 1, 1945. The company now has 
outstanding two loans totaling $18,000,000, 
one in the amount of $10,000,000, maturing 
. May 1, 1941, and another in the sum of 


$8,000,000, maturing April 28, 1942. It 
proposes to pay off $5,000,000 on the $10,- 
000,000 loan and then consolidate the re- 
maining $13,000,000 into one loan. 


SouTHERN Pactric.—Bonds of the Pa- 
cific Electric—The Pacific Electric has 
been authorized by Division 4 of the Inter- 
state Commerce Commission to issue 
$6,000,000 of five per cent collateral trust 
bonds, to be exchanged, together with cash, 
for first mortgage gold bonds of the Pa- 
cific Electric which will be due January 1, 
1942, and for first mortgage bonds of the 
California Pacific due July 1, 1941. Under 
the plan the holders of the bonds will get 
20 per cent in cash and 80 per cent in new 
bonds. The new bonds will be dated July 1, 
1941, and will mature January 1, 1957. 

At the same time the Pacific Electric has 
also been authorized to issue, under an open 
mortgage, $7,500,000 of refunding mort- 
gage, 50-year, five per cent gold bonds, 
series A, to be dated September 1, 1911, 
to mature September 1, 1961, and to be 
used as collateral for the collateral trust 
bonds. The Pacific Electric has also been 
authorized to join with the Southern Pa- 
cific in pledging $24,544,000 of Pacific Elec- 
tric refunding mortgage 50-year gold 
bonds, series A, owned by the Southern 
Pacific, with the trustee of the collateral 
trust indenture. 

The Southern Pacific has been permitted 
to assume liability for both issues of bonds. 
Division 4 has dismissed for want of juris- 
diction that part of the application which 
seeks authority for the Pacific Electric to 
indemnify the Southern Pacific and to hold 
it harmless against any loss suffered by 
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it on account of the pledge of Pacific Elec- 
tric bonds owned by the Southern Pacific 
to secure the collateral trust bonds, and on 
account of joining in the execution of the 
collateral trust indenture securing them. 
Commissioner Miller wrote a short dis- 
sent in which he pointed out that the lia- 
bilities of the Pacific Electric “greatly ex- 
ceed its available assets and the earning 
power of the property is now, and has been 
for many years in the past, far from suf- 
ficient to meet interest charges.” He also 


. observed that the report shows that a re- 


habilitation program is being placed in 
effect, but it is apparent to him “that the 
resulting increase in earnings will be 
wholly inadequate to pay fixed interest.” 

“I think that the perpetuation. of this 


-condition is not compatible with the public 


interest,” he concluded, “because it places 
the undue burden upon the Southern Pacific 
Company of meeting the obligations of the 
Pacific Electric Railway Company and to 
that extent will tend to impair the ability 
of the former to perform public service.” 


SPOKANE, PortLAND & SEATTLE.—Aban- 
donment by the Oregon Electric and 
United Railways—The Oregon Electric, 
and affiliate of this company, has been au- 
thorized by Division 4 of the Interstate 
Commerce Commission to abandon a part 
of its line extending from Portland, Ore., 
to Beaverton, 12.8 miles; while another 
affiliate, the United Railways, has been 
authorized to abandon 3.7 miles in Port- 
land, Oreg. The abandonment was necessi- 
tated by a road-widening project in down- 
town Portland and the refusal of the city 
to renew the franchises of the two compa- 
nies. 


Union.—Deficit Settlement—Division 4 
of the Interstate Commerce Commission 
has found that the sum of $150,000 is pay- 
able to this company under paragraphs (f) 
and (g) of section 204 of the Transporta- 
tion Act of 1920, as amended January 7, 
1941, from which no amount is deductible 
as due to the President of the United 
States, as operator of transportation sys- 
tems under federal control on account of 
traffic balances or other indebtedness. The 
decision of the commission goes on to say 
that this company has expressed its will- 
ingness to accept this amount in final set- 
tlement of all its claims against the United 
States during the federal control period. 


WHeeLinc & LAKE Erte. — Equipment - 


Trust Certificates. — This company has 
asked the Interstate Commerce Commission 
for authority to assume liability for $800,- 
000 of equipment trust certificates, matur- 
ing in equal annual installments beginning 
May 15, 1942 and ending May 15, 1951. 
The proceeds will be used as part of the 
purchase price of new equipment costing a 
total of $1,116,500 and consisting of 500 
all-steel, self-clearing, 60-ton hopper cars. 
The company informs the commission that 
no bid in excess of two per cent of par will 
be accepted. 


WasasH.—Reorganization Plan. — The 
amended plan of reorganization of the Wa- 
bash has been taken under advisement by 
the district court at St. Louis. Tom K. 
Smith, president of the Boatmen’s National 
Bank of St. Louis, to represent the stock- 
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holders’ protective committee; Dwight S. 
Beebe, vice-president of the Mutual Life 
Insurance Company of New York, to rep- 
resent holders of the underlying mortgage 
group; James L. Homire, solicitor of the 
Prudential Insurance Company of Amer- 
ica, to represent the refunding and general 
mortgage group; and Russell L. Snod- 
grass, assistant general counsel for the Re- 
construction Finance Corporation, have 
been proposed as reorganization managers 
to administer the plan. 


WESTERN MARYLAND. — Annual Report. 
—The 1940 annual report for this company 
shows net income, after interest and other 
charges, of $2,100,734, compared with a net 
income of $1,562,101 in 1939. Selected 
items from the income statement follow: 

Increase 
or 
Decrease 


Compared 
with 1939 


+$2,628,024 


1940 
$19,146,204 


RAILWAY OPERATING 
REVENUES 





Maintenance of way 
and structures 
Maintenance of 
equipment 
Transportation 


2,385,407 +442,089 


$554,436 
+463,167 


4,002,212 
4,879,154 





ToTaL OPERATING 


EXPENSES 12,338,781 +1,488,412 





Net REVENUE 
FROM OPERATIONS 
Railway tax accruals 


6,807,423 
1,548,970 


+1,139,612 
+537,300 





Railway operating ° 
income 
Hire of equipment 


5,258,453 
198,712 
150,757 


+602,312 
-72,660 


—Ne 
Joint facility rents 
Dr. -787 


—Net Dr 





Net RAILWAY 
OPERATING INCOME 
Total other income 


5,306,408 
135,957 


5,442,364 
530,126 
2,661,290 52 


+530,439 
$31,721 


+562,159 
9,248 





Gross INCOME 





Rent for leased roads 
Interest on 


funded debt 





TotaL DEDUCTIONS 


FROM Gross INCOME 3,341,630 +23,527 





Net INcoME 2,100,734 +538,633 





Disposition of net income: 
Dividend on First 
Preferred Stock 


1,241,947 41,241,947 





Balance to 


Profit and Loss $858,787 -$703,314 





Wicuira Fairs & SoutHerN.—R. F. C. 
Loan.—This company has applied to the 
Interstate Commerce Commission for ap- 
proval of a plan whereby it would repay 
$100,000 of its $350,000 loan from the Re- 
construction Finance Corporation and ex- 
tend the remaining $250,000 beyond the 
July 1, 1941, maturity date. The $100,000 
would be obtained from an assessment on 
stockholders, and the new $250,000 R. F. C. 
loan would mature $50,000 on July 1, 1942, 
$50,000 on July 1, 1943, and $150,000 on 
July 1, 1944. In addition to the maturing 
R. F. C. loan the company has a $265,000 
loan (maturing also July 1) from its pres- 
ident, Frank Kell, who has agreed to ex- 
tend the maturity date to July 1, 1944. 


Average Prices of Stocks and Bonds 


Last Last 
Apr. 29 week year 
Average price of 20 repre- 
sentative railway stocks.. 29.51 28.79 31.55 
Average price of 20 repre B 
sentative railway bonds.. 66.03 59.29 59.87 
(Railway Officers appear on page 787) 


Table of Freight Operating Statistics 
appears on next left-hand pcoge 
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A high grade forgings give 
the utmost in economies and 
long reliable service—only obtain- 
able from a highly specialized or- 
ganization with experience and the 
proper plant facilities. 
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Region, road, and year 


New England Region: 
Boston & Albany .....eeee+ gree 


Boston & Maine.......++...1941 
1940 
N. Y., New Hav. & Hartf.f..1941 
1940 


Great Lakes Region: 
Delaware & Hudson.........1941 
1940 


Del., Lack. & Western..... ‘aa 


940 
Erie (incl. Chi. & Erie)¥....1941 
1940 
Grand Trunk Western..... . 1941 
1940 
Lehigh Valley .. 5 06és> +000 ckhO4l 
1940 
New York Central........ .- 1941 
_ 1940 
N. Y., Chicago & St. Louis. .1941 
1940 
Pere Marquette ......-sc0. -1941 
1940 
Pittsburgh & Lake Erie..... -1941 
1940 
WGN 5 6056550 sone ess .1941 
1940 
Central Eastern Region: 
Baltimore & Ohio......... Pre | 
1940 
Central of New Jersey{......1941 
1940 
Chicago & Eastern Illinois... .1941 
1940 
Elgin, Joliet & Eastern.......1941 
1940 
Tone TERN 62:5 050.566 2200 .. 1941 
1940 
Pennsylvania System ......-- 1941 
1940 
OO eee -- 1941 
1940 
Pocahontas Region: | 
Chesapeake & Ohio.......... 1941 
1940 
Norfolk & Western......... 1941 
1940 
Southern Region: 
Atlantic Coast Line....... -2 1941 
1940 
Central of Georgiaf......... 1941 
1940 
Illinois Central (incl. Y. 1941 
2h ae NOPE AEE 1940 
Louisville & Nashville........ 63 
Seaboard Air Line*......... 1941 
1940 
Sitti 05 ines 6eadesnes as 1941 
1940 


Northwestern Region: 


Chicago & North wate. eS 
Chicago Great Western...... 1941 


40 

Chi., Milw., St. P. & Pac.t..1941 
1940 

Chi., St. P., Minneap. & Om..1941 
1940 


Great Northern .....2..2s005 1941 
1940 

Minneap., St. P. & S. St. M.71941 
1940 

Northern Pacific ........... 1941 
1940 

Central Western Region: 

BION nasa ass err ere Te 1941 
1940 

Atch., Top. & S. Fe (incl. 1941 
G.C.&S. F. & P. & S. F.).1940 
Chicago, Burl. & Quincy..... 1941 
1940 

Chi., Rock I. & Pacifict..... 1941 
1940 

Denver & Rio Gr. Western?. eid 
Southern Pac.—Pac. Lines .1941 
1940 

Walon Pacific os hi60c secs nn 
1940 

Southwestern Region: 

Mo.-Kansas-Texas Lines .....1941 
1940 

Missouri Pacificf.........00. 1941 
1940 

Texas & Pacific..... ee rre 1941 
1940 

St. Louis-San Franciscof....1941 
: 1940 

St. Louis-San Fran. & eugst 
St. Louis Southw. Linest....1941 
1940 

Texas & New Orleans......1941 
1940 


* Report of receivers, 
+ Report of trustee or trustees. 
¢t Under trusteeship, Erie R. R. only. 


Freight Operating Statistics of Large Steam Railways—Selected Items 


Ton-miles (thousands) 
SE Ss pai 


Miles of 


road 


Train- 


operated miles 


362 
362 
1,894 


6,423 


915 
914 
13,431 
13,421 
8,924 
8,969 


4,415 


139,231 
130,803 
291,082 
278,072 
362,794 
330,768 


248,981 


605,899 
561,587 


1,619,078 
1,460,446 
180,813 
164,181 
171,831 
171,922 
125,589 
100,298 
25,762 
24,376 
3,219,715 
2,842,780 
446,096 
403,770 


797,996 
825,120 
710,156 
647,455 


725,993 
628,438 
261,306 


1,362,269 


807,206 
825,669 
246,647 
244,707 
1,184,604 
1,164,759 
200,481 
202,538 
795,928 
678,717 
363,489 
357,379 
629,519 
585,899 


193,352 
197,610 
1,903,385 
1,623,914 
1,091,652 
1,091,032 


1,683,201 
364,066 


RAILWAY 


Locomotive-miles 


Principal 
an 
helper 


144,756 
135,080 
331,646 
311,671 
454,926 
408,356 


291,911 
302,811 
395,264 
411,585 
731,839 
680,332 
269,551 


575,827 


2,016,109 
1,804,846 
203,769 
184,289 
172,462 


447,99 


852,851 
875,912 
758,663 
689,001 


744,442 
634,507 
263,227 
250,424 
1,300,697 
1,338,620 
1,290,877 
1,252,603 
690,692 
606,660 
1,562,550 
1,382,657 


836,293 
850,270 
247,765 
246,137 
1,238,946 
1,206,238 
212,102 
212,046 
790,144 
672,297 
368,512 
362,768 
665,129 
613,534 


206,805 


1,747,327 


368,322 
357,092 
1,159,993 
1,114,985 
273,337 


Light 


12,080 


209,960 
200,311 


94,802 
4,775 
4,926 

22,324 

23,973 
3,328 
2,669 


12,842 
8,331 
44 


24 


AGE 


Car-miles 
Loaded Per 
(thou- cent 

sands) loaded 
2,999 65.2 
2,715 65.0 
10,411 67.6 
8,964 65.8 
13,5127. 67.7 
10,822 65.1 
8,936 62.8 
7,280 61.5 
12,977 68.0 
142,164 66.3 
29,882 67.0 
26,869 64.9 
7,945 63.0 
6,830 59.7 
13,401 65.8 
11,978 64.0 
98,209 60.5 
86,163 56.9 
20,182 64.3 
17,886 61.5 
10,745 61.6 
9,523 58.2 
3,342 61.4 
2,786 56.3 
19,832 65.5 
17,008 62.6 
50,566 62.5 
42,944 59.0 
5,743 60.3 
4,794 58.8 
4,646 65.9 
4,266 62.7 
3,285 57.6 
2,479 56.5 
258 51.1 
220 50.2 
119,041 60.4 
100,922 58.8 
13,623 60.5 
11,205 58.6 
36,042 57.6 
35.30/ 54.5 
31,821 57.6 
27,461. S574 
16,346 60.4 
14,277 60.6 
6,083 72.4 
5,220 68.1 
38,813 62.3 
36,096 57.7 
29,722 60.0 
27,165 57.0 
16,326 61.7 
14,324 63.6 
35,312 66.0 
29,357 62.9 
24,099 64.0 
22,420 59.7 
7,136 61.4 
6,609 58.5 
35,988 63.9 
31,887 59.7 
4,824 65.9 
4,528 63.9 
25,071 63.0 
20,920 62.1 
$525 65.3 
8,147 63.4 
22.325 320;7 
19,325 67.6 
4,379 62.1 
3,970 59.5 
53,969 61.7 
43,073 60.1 
33;082 62.9 
31,090 61.0 
27,780 60.2 
25,406 57.3 
7,137 16525 
6,445 64.8 
54,337 62.3 
44,718 61.9 
59,346 65.0 
51,762 63.0 
9,294 63.3 
8,749 60.3 
33,440 63.7 
30,811 60.0 
8,840 62.6 
8,004 61.6 
16,241 . 62.4 
13,526 59.3 
450 61.2 
362 59.6 
9,358 67.6 
7,818 64.0 
15,893 64.3 
14,315 63.6 





= 
Gross Net 
excluding revenue Serviceable 
locomotives and 
and non- Not 
tenders revenue stored Stored 
173,780 62,334 63 se 
156,272 54,982 59 a 
606,181 232,165 231 ee 
525,124 191,780 137 ove 
724,302 277,337 196 aie 
607,082 223,606 183 14 
596,688 275,173 123 43 
473,664 221,971 130 40 
768,305 310,805 139 7 
728,253 288,593 138 + 
1,821,521 734,688 243 10 
1,652,387 657,304 221 33 
492,527 177,006 75 te 
434,807 152,270 71 bs 
837,293 353,103 106 << 
756,838 311,989 127 ‘é 
6,672,662 2,832,726 994 50 
6,052,300 2,470,814 936 83 
1,260,537 498,138 175 11 
1,109,061 410,809 178 a 
690,787 263,334 126 1 
627,934 225,435 123 1 
277,912 154,456 34 8 
248,037 135,665 30 13 
1,193,467 441,740 149 9 
1,038,265 367,506 150 6 
3,505,188 1,598,812 738 139 
3,055,585 1,347,519 666 134 
398,169 195,707 78 10 
348,047 166,222 1 5 
285,582 120,411 59 1 
275,452 114,637 59 es 
262,301 129,367 62 és 
198,569 95,109 60 a 
19,857 7,882 41 
17,388 6,643 35 3 
8,237,880 3,594,555 1,428 111 
7,059,688 3,008,417 1,285 265 
969,751 492,523 228 9 
844,049 406,739 222 6 
2,943,063 1,596,697 367 70 
3,009,130 1,615,654 390 46 
2,618,086 1,368,415 309 12 
2,302,844 1,211,747 290 30 
1,017,209 368,954 297 3 
851,994 290,806 279 8 
342,993 138,608 91 “% 
305,023 118,993 101 ts 
2,571,710 1,098,661 551 11 
2,499,032 1,023,123 595 21 
2,121,578 1,026,262 377 25 
1,995,382 942,354 364 it 
1,030,289 393,567 256 1 
879,841 332,417 258 3 
2,131,983 886,444 509 1 
1,809,759 722,372 478 2 
1,541,317 602,475 sie 39 
1,476,662 538,080 270 99 
456,359 164,214 71 “a 
433,352 - 150,870 66 ats 
2,301,032 952,926 431 61 
2,109,941 841,170 423 86 
298,940 120,071 108 10 
284,941 103,187 102 12 
1,644,757 645,742 333 61 
1,586,533 539,496 294 96 
522,459 215,693 117 ae 
493,558 195,737 112 i 
1,339,822 579,976 321 41 
1,179,234 500,673 327 21 
305,271 106,905 59 7 
265,231 99,762 54 9 
3,492,883 1,176,146 613 87 
2,791,641 94,948 530 111 
2,101,716 837,781 417 28 
1,986,299 772,786 433 25 
1,723,645 609,638 316 28 
1,651,938 559,246 331 53 
464,062 202,915 112 32 
415,581 179,302 134 39 
3,514,395 1,208,630 618 25 
2,872,876 66,567 551 79 
3,615,535 1,353,430 576 45 
3,213,276 1,153,002 503 89 
562,591 201,674 78 1 
540,153 186,275 87 ey 
2,157,197 858,580 392 20 
2,037,284 770,890 384 38 
557,504 187,901 70 26 
505,812 170,900 80 15 
1,036,220 407,099 275 23 
69,700 322,347 279 44 
29,125 9,404 11 4 
22,851 7,341 12 1 
539,294 202,531 84 15 
461,346 164,010 ar 21 
1,024,070 370,624 201 9 
913,390 330,939 211 17 
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May 3, 1941 


for the Month of February, 1941, Compared with February, 


Region, road, and year 
New England Region: 


Boston & Albany ..........- 1941 
. 1940 
Boston & Maine............ 1941 
1940 
N. Y., New Hav. & Hartf.7..1941 
1940 
Great Lakes Region: 
Delaware & Hudson......... 1941 
1940 
Del., Lack. & Western...... 1941 
; : 1940 
Erie (incl. Chi. & Erie)¢....1941 
1940 
Grand Trunk Western....... 1941 
1940 
Lehigh: Valley: s.:..:30'.' Prerry 3 | 
1940 
New York Central... 0.0.5.6: 1941 
; 1940 
N. Y., Chicago & St. Louis. .1941 
1940 
Pere Marquette ............ 1941 
1940 
Pittsburgh & Lake Erie...... 1941 
1940 
Wiahegtte! So oeireceeceee scene 1941 
1940 
Central Eastern Region: 
Baltimore & Ohio............ 1941 
1940 
Central of New Jersey{...... 1941 
940 
‘Chicago & Eastern Illinois... gee 
40 
Elgin, Joliet & Eastern....... 1941 
1940 
RONG HSIRIUD o)--<e5.0. ook es roa 1941 
; 1940 
Pennsylvania System ........ 1941 
, 1940 
ORGIES oii'sis. ce. pagteweceats 1941 
1940 
Pocahontas Region: 
Chesapeake & Ohio.......... 1941 
1940 
Norfolk & Western......... 1941 
1940 
Southern Region: 
Atlantic Coast Line.......... 1941 
1940 
Central of Georgiat......... 1941 
ee 1940 
Illinois Central (incl. Y. 1941 
oo ..... sade seve) 1940 
Louisville & Nashville........ 1941 
: 1940 
Seaboard Air Line*......... 1941 
1940 
Southern ....... cepaemocees 1941 
1940 


Northwestern Region: 
Chicago & North Western}. .1941 
1 


940 
Chicago Great Western...... 1941 
. ‘ 1940 
Chi., Milw., St. P. & Pac.7..1941 
; j 1940 
Chi., St. P., Minneap. & Om..1941 
1940 
Great Northern ..... aeons 1941 
1940 
Minneap., St. P. & S. St. ea 
940 
Northern Pacific ........... 1941 
1940 

Central Western Region: 
OE a Seah wccatyce sw eee eo Ta 
940 
Atch., Top. & S. Fe (incl. 1941 
G.C.& S. F. & P. & S. F.).1940 
Chicago, Burl. & Quincy..... 1941 
1940 
Chi., Rock I. & Pacifict..... 1941 
1940 
Denver & Rio Gr. Western}. .1941 
1940 
Southern Pac.—Pac, Lines .1941 
1940 
Union Pacific ...........0.. 1941 
1940 

Southwestern Region: 

0.-Kansas-Texas Lines .....1941 
. 1940 
Missouri Pacifict............ 1941 
T : 1940 
exas & Pacific..... eee 1941 
; 1940 
St. Louis-San Francisco..... 1941 
St. Loui O41 
» Louis-San Fran. & Texas.1941 
Sus ; 1940 
t. Louis Southw. Linest....1941 
Tex. 1940 
exas & New Orleans......1941 
1940 


Number of freight 


cars on line 
ay aes 


RAILWAY AGE 





8,810 
8,642 
99 


133 
175,452 
189,404 

20,732 
24,192 


11,645 
22,986 
22,426 


34,310 
11,544 
12,169 
27,261 
29,468 


6,119 


Foreign 


5,418 


10,197 
9,504 
6,898 

23,626 

19,555 


Total 


11,926 
11,774 
17,737 
17,360 
32,189 
28,780 
12,086 


20,897 
20,369 


82,333 
77,749 
19,092 
21,115 

6,140 

6,103 
17,446 


239,513 
247,241 
36,771 
38,446 


54,911 
56,063 
45,264 
46,184 


23,610 
22,932 

8,999 

7,594 
44,700 
44,045 
44,188 
50,989 
20,752 
18,543 
46,612 
41,981 


52,377 
50,714 
5,325 
5,314 
60,228 
61,504 


18,107 
17,197 


Gross ton- 
miles 
per 
Per train- 
cent hour, 


un- excluding 


serv- locomo- 


ice- tives and 


able _ tenders 


_ 
Dit Ni HOP aNAGCAND OM POPVONnNADNENADWNMGS NP ahr 


-_ 


dS 


_ 


NAG we WAKNALNUR CNPAAPANNYNNEH OA ANANOALNYYAYS Novy 
NABSRFMODNDARLPWWHRR WR WITORNIDHADONM WON NAPANWDRANORODMW POWONWHEH WHA Wolow COM OKUPORWHDO}] WAWNHNOWNKHKKPARWNHNORONA COhWROOD 


_ 


POOR RWNHNDMNNNAD KWUMNPww 


we 


ey 


21,596 
19,859 
29,415 
26,396 
28,992 
27,462 


37,368 
31,996 
38,277 
34,725 
45,597 
43,727 
35,446 
34,331 
46,137 
43,712 
39,029 
37,002 
41,915 
37,535 
31,281 
29,479 
43,410 
43,753 
40,038 
38,228 


29,545 
28,490 
28,074 
28,317 


26,999 


53,504 
51,764 
56,694 
54,382 


24,392 
24,142 
25,515 
24,124 
31,648 
31,066 
28,170 
26,235 
26,916 
25,843 
23,763 
22,777 


30,070 
28,709 
33,945 
32,904 
32,084 
29,886 
20,127 
19,861 
33,602 
32,128 
24,788 
23,642 
35,758 
32,267 


30,340 





Gross 


ton-miles 
per train- 


mile- 


excluding 


loco- 


motives 


and 
tenders 


1,264 


1,587 


1940 


Net 
ton- 
miles 
per 
train- 
mile 


Compiled by the Bureau of Statistics, Interstate Commerce Commission. Subject to revision. 
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Net 
ton- 
miles 
per 
loaded 
car- 
mile 


AADAL ww 
POMR AH 


NNEONOSNKSUNOR UE MNP AMUD BADD Won LUwWaALHLWOWNMNM ON) 


RPNHONKOYONKN NYKO YH HVHYH NYNWNYYOKNONKYKNHNKNHKHNYOKYONVNYHNND NWNHHNWwWWHHKNNHNHWD 
MWONWODERWONWN WODAKDOROCOH ODE DP OCOSWDODDORUBHOOSS ASW mUUNWWHODORA MONW Wi 


NWNOKVHYO HN HONW NN NNHYWNYLD 
© tS Se UT et tO UT ttt 


Pounds 
of coal 
per 1,000 
Net = gross _Loco- 
ton- ton-miles, mo- 
Net miles includ- tive 
ton- Car- per ing miles 
miles miles mileof locomo- per 
per per road tives locomo- 
car- car- per and tive- 
day day day tenders day 
367 27.1 6,150 162 68.9 
319 24.3 5,237 175 62.7 
608 40.4 4,378 104 82.0 
529 37.6 3,503 108 67.3 
469 32.8 5,413 116 74.4 
417 31.0 4,184 117 67.5 
809 41.8 11,576 121 50.5 
675 36.0 ,047 127 50.7 
63 38.7 11,292 140 81.9 
565 35.9 10,124 150 81.7 
827 50.2 11,579 106 72.5 
787 49.6 9,994 108 65.5 
534 38.1 6,180 98 105.3 
498 37.4 5,133 103 95.0 
639 36.9 10,073 117 94.3 
523 31.4 8,505 125 73.1 
723 41.4 9,615 110 93.5 
614 37.7 8,064 111 87.0 
1,157 72.9 10,640 96 109.0 
957 67.8 8,472 100 105.3 
590 39.1 4,548 102 98.3 
494 35.9 3,737 106 89.8 
364 12.8 23,675 90 57.1 
270 9.9 20,078 100 46.3 
749 51.3 6,582 124 89.2 
599 44.3 5,287 128 79.1 
704 35.7 9,120 158 73.6 
594 aan 7,420 155 60.7 
371 18.0 10,279 140 77.4 
264 12.9 8,442 144 61.8 
701 41.0 4,649 141 72.7 
639 37.9 4,274 137 70.5 
265 11.7. 11,847 141 94.1 
234 10.8 8,409 135 68.5 
79 5.3 751 324 47.0 
69 4.5 611 384 44.1 
541 29.6 12,889 120 77.8 
420 « 23.9 10,392 124 64.7 
480 21.9 12,284 149 67.3 
364 17.1 9,720 148 52.6 
1,039 40.7. 18,740 84 69.9 
1,038 41.7. 18,290 86 67.3 
1,077 43.4 22,532 97 90.5 
958 38.0 19,264 102 78.2 
552 40.5 2,597 118 86.2 
440, 35.6 1,976 120 73.2 
580 35.1 2,704 129 85.3 
551 aoua 2,232 130 79.5 
871 49.4 5,984 143 66.5 
765 46.8 5,381 147 64.1 
807 39.0 7,548 132 §=108.6 
681 34.5 6,683 144 94.2 
672 45.2 3,270 132 91.6 
611 41.4 2,665 132 77.1 
689 41.6 4,855 151 93.6 
598 38.6 3,799 155 79.0 
410 25.6 2,587 134 55.2 
356 24.9 2,229 130 51.3 
1,076 76.2 4,053 130 =: 111.5 
929 69.5 3,595 133 106.4 
563 33.3 3,138 129 79.5 
466 29.6 2,667 131 71.0 
538 32.8 2,650 127 63.8 
395 27.1 2,198 122 62.5 
545 33.6 2,894 119 59.3 
435 27.1 2,333 123 49.1 
473 28.6 1,814 114 110.2 
427 28.0 1,584 113 94.7 
617 33.6 3,225 143 62.1 
497 28.4 2,688 144 54.7 
548 36.1 4,173 139 100.1 
493 33.0 3,764 141 89.3 
579 43.0 3,127 123 98.1 
416 33.4 2,299 129 77.5 
679 42.9 3,353 119 78.7 
596 39.3 2,971 125 76.7 
740 56.0 2,734 124 80.4 
601 47.6 2,470 133 74.5 
532 28.5 2,845 163 66.4 
446 24.7 2,421 166 56.0 
802 57.8 5,068 101 90.6 
623 46.5 3,903 104 72.9 
882 59.5 4,886 129 93.8 
718 51.1 4,017 133 74.9 
793 57.7 2,195 92 81.5 
732 57.0 1,957 99 67.2 
867 53.1 4,313 125 90.9 
735 49.0 3,733 125 81.2 
865 65.0 3,566 88 56.2 
782 59.4 3,050 93 50.0 
708 45.3 3,071 131 86.6 
505 35.7 2,323 145 72.7 
893 69.8 2,112 133 65.6 
535 44.3 1,077 157 64.8 
1,283 87.7 4,429 90 96.9 
1,057 78.7 3,380 93 87.1 
748 49.9 2,998 90 93.9 
669 45.5 2,585 92 79.0 
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Railway 
Officers 


EXECUTIVE 


George W. Dean, general superintend- 
ent of the East Erie Commercial Railroad, 
has been elected president, with headquar- 
ters as before at Erie, Pa. 





Scott M. Loftin, co-receiver of the 
Florida East Coast, with headquarters at 
Jacksonville and St. Augustine, Fla., and 
Edward W. Lane, were appointed trustees 
of the road on April 21. 


T. E. McAndrews, assistant to presi- 
dent of the Virginian, has been elected 
vice-president in charge of traffic, with 
headquarters as before at Norfolk, Va. 
The position of assistant to the president 
has been abolished. A photograph of Mr. 
McAndrews and a biographical sketch of 
his railway career were published in the 
Railway Age of February 22, in connection 
with his appointment as assistant to the 
president. 


J. V. B. Duer, chief electrical engineer 
of the Pennsylvania, with headquarters at 
Philadelphia, Pa., has been promoted to as- 
sistant to vice-president—operation, effec- 
tive May 1. Mr. Duer was born at Poult- 
ney, Vt., in 1882, and was educated at the 
Stevens Preparatory School and the Stev- 
ens Institute of Technology, receiving the 
degree of mechanical engineer in 1903. Fol- 
lowing his graduation, he entered the ap- 
prenticeship course of the General Electric 
Company at Lynn, Mass., and was shortly 
afterwards transferred to the same course 
at Schenectady, N. Y., where he special- 
ized in railway work. In 1905, while the 
electrification of the Long Island was under 
way, he entered the employ of the engineer- 
ing firm which was supervising the project, 
serving as inspector. The following year 
he was transferred to the railroad’s own 
service in a similar capacity. In 1910 he 





J. V. B. Duer 


became a foreman of motormen in connec- 
tion with the preparation for, and inaugura- 
tion of, the railroad’s passenger service 
into Pennsylvania station, New York, via 
the Hudson River Tubes. Three years 
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later Mr. Duer was promoted to assistant 
engineer in charge of electrical work under 
the mechanical engineer of the Pennsyl- 
vania’s lines east of Pittsburgh, and in 1919 
he was appointed electrical engineer, with 
jurisdiction over the eastern lines. In 
1920 he was made a member of the staff 
of the chief of motive power, with the 
same title, and his duties were extended 
to cover the entire system. On July 1, 
1935, Mr. Duer was promoted to chief elec- 
trical engineer. 


FINANCIAL, LEGAL AND 
ACCOUNTING 


W. C. Coupland has been appointed 
assistant general solicitor of the Virginian, 
with headquarters at Norfolk, Va. 


Robert J. Herring, whose promotion 
to treasurer of the Denver & Rio Grande 
Western, with headquarters at Denver, 
Colo., was announced in the Railway Age 





Robert J. Herring 


of April 26, was born at South Bend, Ind., 
on January 9, 1900, and took a corre- 
spondence course in accounting and at- 
tended the Denver University School of 
Commerce in 1926 and 1939. He entered 
railway service on April 16, 1919, as a 
stenographer-clerk in the engineering de- 
partment of the D. & R. G. W., and on 
June 1, 1922, he was promoted to valuation 
accountant. Mr. Herring was appointed 
budget officer, with headquarters as before 
at Denver, on February 1, 1938, which 
position he held until his recent promotion. 


OPERATING 


D. C. King, acting general manager of 
the Virginian, has been elected general 
manager, with headquarters as before at 
Norfolk, Va. 


J. W. Knapp, Jr., has been appointed 
trainmaster of the Peninsula and Rivanna 
sub-divisions of the Chesapeake & Ohio, 
succeeding E. W. Lacy, who retired on 
May 1. 


E. E. Hamilton, general superintendent 
of the Minneapolis & St. Louis, has been 
promoted to assistant to the general man- 
ager, with headquarters as before at Min- 
neapolis, Minn., and E. L. Crimmen, as- 
sistant general superintendent, with head- 
quarters at Oskaloosa, Iowa, has been 
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advanced to general superintendent, wit! 
headquarters at Minneapolis, succeeding 
Mr. Hamilton. 


J. G. Hunter, supervisor of bridges and 
buildings on the Norfolk & Western at 
Roanoke, Va., has been promoted to as- 
sistant superintendent of the Shenandoah 
division, with the same headquarters, suc- 
ceeding B. H. Maben, who has been trans- 
ferred to the Norfolk division, with head- 
quarters at Crewe, Va. Mr. Maben re- 
places H. T. Reinicker, who retired on 
May 1. 


B. H. Maben, assistant superintendent 
of the Shenandoah division of the Norfolk 
& Western, with headquarters at Roanoke, 
Va., has been transferred to the Norfolk 
division, at Crewe, Va., to succeed H. T. 
Reinicker, who has retired after 17 years 
in that position. J. G. Hunter, supervisor 
of bridges and buildings of the Radford 
division, with headquarters at Roanoke, has 
been appointed assistant superintendent of 
the Shenandoah division, to succeed Mr. 
Maben, 


S. J. Massey, Jr., assistant trainmaster 
on the Illinois Central at Vicksburg, Miss., 
has been promoted to trainmaster at that 
point, succeeding J. M. Chandler, who 
has been assigned to special duties in the 
office of the vice-president and general 
manager at Chicago.. H. F. Wilson, as- 
sistant trainmaster at Waterloo, Iowa, has 
been advanced to trainmaster at that point, 
relieving W. E. Ausman, who has been 
assigned also to special duties in the office 
of the vice-president and general man- 
ager at Chicago. 


TRAFFIC 


Carl H. Groninger has been appointed 
division freight agent of the Baltimore & 
Ohio, with headquarters at Baltimore, Md., 
succeeding C. §. Stout, deceased. 


Walter C. Austin has been appointed 
district freight agent on the Baltimore & 
Ohio at Huntington, W. Va., to succeed 
Andrew C. Hartzell, who has been pro- 
moted to division freight agent at Roches- 
ter, N. Y., succeeding Carl H. Groninger, 
promoted. 


Frank E. Quick, chief clerk in the gen- 
eral freight department of the Chicago, 
Rock Island & Pacific at Chicago, has been 
promoted to assistant general freight agent, 
a newly created position, with the same 
headquarters. 


H. C. Mitchell, assistant traffic man- 
ager of the Virginian, has been appointed 
traffic manager, with headquarters as be- 
fore at Norfolk, Va., to succeed S. M. 
Adsit, who, at his own request, has been 
appointed consulting traffic manager, after 
34 years as head of the traffic department. 
E. D. Hanes, supervisor coal traffic, has 
been appointed general coal freight agent. 
The positions of assistant traffic manager 
and supervisor of coal traffic have been 
abolished. 


William G. Klein, general agent, 
freight department, on the Chicago 
North Western and the Chicago, St. Paul, 
Minneapolis & Omaha at Minneapolis, 
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Minn., has been promoted to assistant gen- 
eral freight agent for the Omaha at that 
point, succeeding Edward H. Richards, 
whose promotion to assistant traffic man- 
ager on the North Western at Chicago, 
was reported in the Railway Age of April 
5. Harold C. Langerude, soliciting 
freight agent at St. Paul, has been pro- 
moted to general agent, freight department, 
at Minneapolis, relieving Mr. Klein. 


George C. Stohlman, general freight 
and passenger agent for the Missouri Pa- 
cific Lines at Little Rock, Ark., has been 
promoted to executive general agent for 
Louisiana, with headquarters at New Or- 
leans, La., succeeding R. M. McWilliams, 
deceased. O. W. Williams, assistant 
general freight agent at Memphis, Tenn., 
has been advanced to general freight and 
passenger agent at Little Rock, replacing 
Mr. Stohlman, and R. W. Moss, executive 
general agent at Harlingen, Tex., has been 
appointed assistant general freight agent at 
Memphis, relieving Mr. Williams. C. F. 
Strong, general agent at Brownsville, Tex., 
has been promoted to executive general 
agent at Harlingen, succeeding Mr. Moss, 
and C. P. Lochridge, chief clerk to the 
freight traffic manager at Houston, Tex., 
has been promoted general agent at 
Brownsville, Tex., relieving Mr. Strong. 
W. H. A. Turner, division freight and 
passenger agent at Texarkana, Ark., -has 
been promoted to general agent at Phila- 
delphia, Pa. replacing G. B. Johnson, 
who retired on May 1. G. W. Carleton, 
traffic representative at Omaha, Neb., has 
been advanced to general agent at Denver, 
Colo., succeeding W. H. Fraser, who re- 
tired on May 1. 


Virgil Frank Frizzell, whose promo- 
tion to general freight agent on the South- 
ern Pacific, with headquarters at Los 
Angeles, Cal., was reported in the Railway 
Age of March 8, was born at Vanceburg, 
Ky., in 1890, and attended business college. 
He entered railway service in November, 
1909, as a brakeman in passenger service 
on the Southern Pacific at Tucson, Ariz., 
later transferring to freight service. In 
June, 1915, he was promoted to conductor 
on the Tucson division and in June, 1923, 





Virgil Frank Frizzell 


he was appointed traveling freight and 
passenger agent at Tucson. Mr. Frizzell 
was advanced to district freight and pas- 
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senger agent at El Centro, Cal., in Oc- 
tober, 1926, and in February, 1928, was 
promoted to district freight agent at Los 
Angeles. Ten years later he was advanced 
to assistant general freight agent, with the 
same headquarters, the position he held 
until his recent promotion. 


Harry L. Sheffield, assistant freight 
traffic manager of the New York, New 
Haven & Hartford, has been promoted to 
freight traffic manager, with headquarters 
as before at Boston, Mass., succeeding 
Frank P. Kinney, who retired on April 
30, at his own request, after more than 
45 years of service with the railroad. Ray 
C. Gill, general freight agent at Boston, 
has been appointed assistant freight traffic 
manager, with the same _ headquarters. 
Harold D. Hartmann, assistant general 
freight agent, has been appointed general 
freight agent at Boston. 


Charles M. Grubbs, whose promotion 
to general freight agent on the Northern 
Pacific, with headquarters at Seattle, 
Wash., was announced in the Railway Age 
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of April 26, was born at Kirksville, Mo., 
on October 18, 1879, and entered railway 
service in 1898 in the local office of the 
Northern Pacific at Fargo, N. D. In 1903 
he was advanced to city freight agent at 
Butte, Mont., and in 1910 he was promoted 
to general agent at Wallace, Idaho. In 
1920 Mr. Grubbs was appointed general 
agent, freight department, at Seattle and 
in 1926 he was appointed general agent at 
San Francisco, Cal. He was promoted to 
assistant general freight agent at Seattle 
in 1928, which position he held until his 
recent promotion. 


MECHANICAL 


Dean F. Willey, whose promotion to 
general mechanical superintendent of the 
New York, New Haven & Hartford at 
New Haven, Conn., was reported in the 
Railway Age of April 19, was born in 
Manchester, N. H., and was graduated 
from Massachusetts Institute of Tech- 
nology in 1920. Mr. Willey entered rail- 
road service with the New Haven in June, 
1920, as assistant engineer, department of 
tests, and on April 1, 1923, he was ap- 
pointed general material supervisor. In 
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October of the same year he became 
mechanical inspector and in November, 
1923, he was appointed foreman mechanical 





Dean F. Willey 


inspector at Boston, Mass., being promoted 
to acting general foreman in July, 1924, 
Mr. Willey became general foreman on 
November 1, 1924, and on September 16, 
1925, he was appointed assistant to super- 
intendent of shops at Readville, Mass., 


‘holding that position until May 16, 1930, 


when he returned to New Haven as spe- 
cial mechanical assistant. Mr. Willey was 
promoted to mechanical superintendent on 
January 1, 1937, the position he held until 
his recent promotion. 


F. O. Fernstrom, master mechanic of 
the Hastings and Dakota division of the 
Chicago, Milwaukee, St. Paul & Pacific, 
with headquarters at Aberdeen, S. D., has 
been promoted to shop superintendent at 
Minneapolis, Minn., with jurisdiction also 
over the Twin City terminals and the Du- 
luth division, succeeding G. Lamberg, who 
retired on May 1. J. L. Brossard, as- 
sistant division master mechanic of the 
Chicago terminals, has been promoted to 
master mechanic at Aberdeen, replacing 
Mr. Fernstrom. 


ENGINEERING AND SIGNALING 


J. W. Treadwell, roadmaster on the 
Missouri Pacific at Benton, Ark., has been 
promoted to division engineer of the Mis- 
souri and Memphis divisions, with head- 
quarters at Poplar Bluff, Mo., succeeding 
R. M. Smith, who has been promoted to 
trainmaster, with headquarters at Bush, 
Ill., replacing H. A. Israel, who has been 
called into military service. 


OBITUARY 


Henry Grant Toll, who retired in 1935 
as chairman of the Trans-Continental 
Freight Bureau at Chicago, because of 
ill health, died on April 23 in the Alice 
Home hospital at Highland Park, Ill. 


Burton P. Flory, who retired on April 
1, 1937, as superintendent of motive power 
of the New York, Ontario & Western, with 
headquarters: at Middletown, N. Y., died 
on April 29 at Sarasota, Fla., after a short 
illness, at the age of 67. 














